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IN THE SHORESIDE SERVICE 


Captain F. C. Swicker 


Captain Swicker, American-Hawaiian Assistant Marine 
Superintendent at San Francisco, shipped before the 
mast of the Brigantine ““W. E. Stowe” in 1898, trading 
to the West Indies. From this time until 1906, he served we 
in the Atlantic Coast and off-shore trade as seaman, first 
and second mate, when at the age of 25, he was given 
command of the Bark ‘Alkaline’ in the Greenland, 
European and African trade. He entered steam vessels 
in 1910, serving as officer in the Barber and Puerto Rico 
Lines. In 1912, Captain Swicker joined American- 
Hawaiian as Second Officer on the “American.” He 
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served onthe Texan’ and ‘Kentuckian,’ and as Master Et 
of the “Oregonian” in 1914, carried the first cargo of cl 
sugar that passed through the Panama Canal. During the RI 
war, Captain Swicker commanded the ‘Virginian’’ from ” 
Boston to France with horses and war materials, and was 
subsequently Master of the “Ohioan” until 1928, when 
he was made Assistant Marine Superintendent at San 
Francisco. 
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Photograph illustrates typical ex- 
ample of careful handling. Four 
road graders are shown, uncrated 
and unprotected, being dis- 
charged at San Francisco. They 
were loaded into a gondola car 
for final destination, and the 
stowage, discharge and loading 
resulted in perfect outturn. 
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ANNOUNCING 


The 7-Day Servis Recorder 
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ERE IT IS! ... The 

Truck Recorder you 
have been waiting for. 
A whole week’s record on one 
chart! . . . Wind the clock 
only once, change the chart 
only once, in seven days! 
When you lock the Recorder, 
you don’t have to touch it 
again for a week. 


Sturdy.... Durable 


We always insisted on sim- 
plicity and strength for 
rough service, year after 
year. That’s why we have 
taken plenty of time develop- 
ing our New 7-Day Model... 
And now it’s ready. 


You'll want a description of 
it. You'll want to know 
what this New Model is 
like. We have prepared a 
special folder describing 
it. Write for it today. 


The 


Service Recorder 
Company 
Cleveland, Ohio 
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THE SERVICE RECORDER CO., T.W.3 | 


Please send us, without obligation, ‘10 Ways | 
of Getting More Work Out of Motor Trucks."’ | 
Also information on the new 7-Day Model. 


ay | 
Z| Hanna Bldg., Cleveland, Ohio 
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T Twelfth Boulevard and Washington 
Avenue—center of St. Louis’ develop- 
ment activity, where retail and wholesale 
shopping districts meet—is now being erected 
the remarkable Illinois Terminal Railroad Sys- 
tem station and industrial loft building. 

Adjoining is the downtown hotel district. Close 
by is the civic center with its new Plaza, and the 
financial district. Within a few blocks are the 
new homes of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new business 
buildings. Altogether here is one of the choicest business 
locations in the city. 

Thirty feet underground the quiet, electrified lines of 
the Illinois Terminal Railroad System carry fast freight 
and passenger traffic over the McKinley Bridge to the 
East, with car-movements interchangeable with all other 
railroads. The latest ideas in rapid loading and unload- 
ing of cars are being utilized. Storage and handling of 
freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors. 


The Traffic Werld 


The NEW Distribution Center 
for ST. LOUIS 


Vol. L, No, 4 





and the Great Territory 
It Serves 







All trucking costs on in-or- 
out-bound less-than-carload 
rail shipments are elimi- 
nated. Offices and stock 
rooms may be combined 
under one roof without 
sacrificing desirability of 
location for either. The 
mammoth loft and ware- 
house facilities avail- 
able make this building 
an ideal headquarters for merchandise distribution 
throughout the whole midwest territory. 

Besides the increased facilities and expedited serv- 
ice to be rendered, this new development opens an 
industrial territory not heretofore served by rail trans- 
portation. It adds another link to the great chain 
of St. Louis’ merchandise distribution advantages. 
Write for detailed information. Address the MIDWEST 
INDUSTRIAL TERMINAL Co., 1221 Locust St., St. Louis, 
Phone Central 5300. 


Mipwest TERMINAL 
TIBIA IIALE 
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Our Pla tform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THAT WATERWAY PLANK 


HE omission by the Republican national convention 

of the inland waterway plank from its platform, as 
given out for publication and probably as read to the 
convention for adoption—the plank now included in the 
official platform as issued by the national committee— 
may have more serious consequences than the mere em- 
barrassment of newspapers and other publications that 
printed the incomplete platform and commented on the 
absence of waterway endorsement. For one thing, it has 
inspired a speech in the Senate (afterwards withdrawn 
when he learned the facts) by Senator Shipstead, of 
Minnesota—who based his remarks on the incomplete 
platform—taking to task President Hoover for an ap- 
parent falling off in his interest in inland waterway de- 
velopment, and the Republican platform for its failure 
to continue endorsing a waterway policy. Probably many 
who think the platform did not endorse inland waterways 
will never know they are wrong. Maybe that is not im- 
portant, and maybe it is. 

The Rivers and Harbors Congress, in a press “re- 
lease,” endeavors to have a little fun at our expense be- 
cause of our editorial complimenting the Republicans on 
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their omission and our subsequent withdrawal of these 
compliments when we learned that we, in common with 
all publications, had been fooled. The Rivers and Har- 
bors Congress says our “short-lived joy” has been re- 
placed by “bitter grief.” 

We suppose this organization must say something, 
in its bulletins and press notices, but we think it has gone 
quite a bit out of its way to say this. We were conscious 
of no particular joy at what we believed to be the action 
of the Republican convention and are not conscious of 
any grief now that we find it did not act as we thought 
it did. We were merely telling what had been done and 
our impressions as to whether it was wise or unwise. 
We don’t care two cents either way about most of what 
the Republicans or the Democrats did in their platforms. 
Political platforms are about ninety per cent “hooey” 
anyhow, and the lack of intelligence and care with which 
they are acted on is well illustrated by this incident. 
There may never be anything done about it or any serious 
embarrassment on account of it—but suppose the thing 
that happened to the waterway plank had happened to 
the prohibition plank? 

We are intrigued by an explanation sent out by the 
Associated Press and published in some newspapers. It 
says the waterway plank was adopted by the resolutions 
committee and was a part of its report “which the con- 
vention accepted,” but it was not made public with the 
official text “nor read before the convention.” If it was 
not read before the convention how did the convention 
know anything about it and how can it be said to have 
accepted it? 


CONGRESS AND TRANSPORTATION 


HOUGH it seemed for a time that there might be 

enacted, at the first session of the Seventy-second 
Congress, adjourned July 16, important legislation relat- 
ing directly to regulation of transport agencies, the ses- 
sion came to an end without anything having been accom- 
plished in that respect. 

Foundation was laid, however, for action in the fu- 
ture. An outstanding feature of the session was the step 
taken by the Senate toward regulation of steamship lines 
operating through the Panama Canal in intercoastal 
service when it passed the Copeland bill requiring the 
filing with the Shipping Board of actual rates to be 
charged shippers and authorizing the board to fix min- 















imum rates on a showing that rates are unduly low. The 
House committee on merchant marine, radio, and fish- 
eries, to which the Senate bill was referred, however, 
decided to defer consideration until the December session. 













































There was unusual committee activity on proposed 
transportation legislation, the House committee on in- 
terstate and foreign commerce having dealt exhaustively 
with proposals to change the provisions of the interstate 
commerce act with respect to rate-making, recapture of 
excess railroad earnings, railroad consolidation, and rail- 
road valuation, and the Senate interstate commerce com- 
mittee having inquired at length into proposals for reg- 
ulation of interstate motor carriers. 

The House committee finally reported two bills for 
passage and these are pending on the House calendar and 
may be reached at the next session. One of them has to 
do with sections 15a and 19a. It would substitute for 
the present rule of rate-making a so-called “simple rule” 
not grounded on valuation as a rate base, would repeal 
retroactively the recapture provisions, and would revise 
the valuation section, 19a, so as to relieve the Commis- 
sion of the duty of bringing its valuations down to date 
in all cases, but still authorizing it to keep valuation 
work up to the extent necessary to enable it to make a 
final valuation when deemed desirable. 


The other measure would amend section 5, of the in- 
terstate act, with a view to giving the Commission effec- 
tive control over unifications of railroads. It was de- 
signed principally to enable the Commission to deal with 
“holding company” control of railroads that might be 
held by the Commission to be inimical to the proper de- 
velopment of the consolidation of the railroads into a 
limited number of systems. Though the House committee 
had majorities in favor of both bills, the position was 
taken by House leaders that there was so much contro- 
versial matter in them that hope of obtaining final action 
would have to be abandoned for the session. There was 
controversy over the proposed regulation of holding com- 
pany control of railroads and over retroactive repeal of 
the recapture clause. The general legislative situation, 
in a snarl as the result of the economic condition of the 
country, contributed to causing the blockade that was 
faced by the measures reported from the House com- 
mittee. 


The effort made in the Senate to enact legislation 
regulating the motor bus and, to a lesser degree, the mo- 
tor truck, in interstate commerce, did not make as much 
headway as was made in the House with respect to legis- 
lation there under consideration. Its interstate com- 
merce committee held long hearings on the subject of 
motor regulation, but that was as far as it went. Mem- 
bers of the committee declined to get together for the 
drafting of a bill. Senator Couzens, chairman of the 
committee, told the Senate he had been unable to obtain 
a quorum to act. The House committee did nothing with 
proposed motor vehicle legislation but, in the latter part 
of the session, Representative Rayburn, chairman of the 
committee, introduced a motor vehicle regulation bill to 
the end that those interested might study it before the 
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next session, when he said he hoped action might bp 
taken. 

Congress adopted a joint resolution requiring the 
Commission to investigate as to what would be the ef. 
fect of applying a six-hour day to the railroad industry, 
and that investigation is in progress. 

Inland waterway improvement advocates pressed 
hard for enactment of the Shipstead-Mansfield bill pro. 
viding that improvement of inland waterways be financed 
through the sale of government bonds rather than by an. 
nual appropriations from the Treasury, but were not 
successful. Favorable action on the measure was ob. 
tained from the Senate commerce committee. The House 
ways and means committee, which considered the meas. 
ure in the House, provided for huge waterway improve. 
ment expenditures in the Garner-Rainey relief bill, and 
the waterway advocates said they would accept that in 
lieu of the Shipstead-Mansfield bill. The Hoover adminis. 
tration, however, much to the chagrin of the waterway 
advocates, put its foot down on both proposals, with the 
result that the bond proposals were not approved. The 
relief bill passed by Congress, designed to meet the Presi. 
dent’s wishes, provides $30,000,000 for waterways, but 
the money will not be spent unless the Secretary of the 
Treasury says it is available. This money will be in addi- 
tion to the regular annual appropriation for waterways, 
which, for the current fiscal year, is $60,000,000. 

The House passed the Crosser merchant airship bill 
to aid merchant airship operation by mail contracts. The 
Senate commerce committee approved the bill with an 
amendment extending the provisions to heavier-than-air 
aircraft and reported it favorably to the Senate, but it 
was not acted on there. 


Passage of the Reconstruction Finance Corporation 
act is of vast importance to the railroads, of course, pro- 
viding, as it does, for loans to tide them over the period 
of low traffic volume. 


Efforts of Representative Davis, chairman of the 
House committee on merchant marine and fisheries, to 
obtain legislation designed to protect American flag ves- 
sels from foreign flag competition held by him to be un- 
fair, such as entrance of foreign flag vessels into the 
service between New York and Havana, were unsuc- 
cessful. 


As usual, of course, many bills relating to various 
phases of transportation were introduced, but they did 
not get further than reference to committee, which is 
purely a routine matter. The pending bills will be alive 
at the December session and may be considered then. 


SIX-HOUR DAY BILL 


Senator Pittman, of Nevada, has introduced S. 4980, a bill 
to establish a six-hour day for employes of carriers engaged in 
interstate and foreign commerce. In asking that it be referred 
to the interstate commerce committee, the senator said he 
knew there would be no action on it now but he wished to have 
it available for study during the adjournment of Congress. 

Representative Crosser, of Ohio, has introduced in the 
House H. R. 12991, a bill to establish a six-hour day for rail- 
road employes. It is identical with the Pittman bill. Six hours, 
under the bills, would be deemed a day’s work, beginning 
February 1, 1933, with certain classes of short and electric lines 
exempted. 
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Current Topics in 
Washington 





Jean Jules Jusserand, dead in 
Paris, for many years ambassador of 
the French Republic in Washington, 
read and wrote English as readily as 
he wrote or read French. But he was 
truly Gallic—or, at least, not Frankish 
—and his tongue simply could not be made to perform for the 
speaking of English in such way that an Englishman or Amer- 
ican could understand him without laborious attention. 

Twenty-two years of living in Washington and with a wife, 
American born and reared, for all the years since 1895 did not 
bring that tongue into such control as to permit him to make 
a speech in English that was easily understood by users of that 
language. 

Dapper and quick-moving, Jusserand was the average Amer- 
ican’s idea of a Frenchman, wholly unlike the spade-bearded, 
one-armed General Goraud, so well known to many Americans. 
Olive complexioned and very dark-haired, the diplomat who 
was retired by Herriot when, many believe, he was best fitted 
to preserve good relations between the United States and 
France, spoke of the south of France in every line and action. 

Of course, it is suspected that Jusserand’s retirement was 
due largely, if not wholly, to the intensely nationalistic feeling, 
almost hill-billy, that grew up in France, and, it is believed to 
a considerable extent in the United States, too, when differ- 
ences of opinion arose between the countries, about the money 
France had borrowed from the United States Treasury. For 
that money she gave her I. O. U’s, without reservation, as if 
she were going to take expenses for the war from what she 
took from the enemy, the United States having taken neither 
territory nor reparation in kind or money. That nationalistic 
feeling, it can hardly be doubted, condemned his attitude as 
being pro-American, the result of his long residence here and 
his having an American-born wife. 


English Too Much 
for the Gallic 
Tongue of Jusserand 





The day before Congress adjourned, 
a baker’s dozen of senators spent about 
$164.50 of the people’s money in what, if 
the talking had been done by an equal 


What Price Talk, 
Talk, and Talk 


About Talk? number of women, would have been called 
a kaffe klatch. What were they talking 
about? Why, about the high cost of the Congressional Record, 


the official publication of Congress in which is set down every 
word of every spat members of that body have with each other, 
as well as every word of serious talk, if any, they utter about 
public matters. 

It was begun by Senator Hastings, of Delaware, asking 

permission to insert in that highly redundant Congressional 
Record a speech made by Secretary Hurley, of the War Depart- 
ment, about the virtues, political, of President Hoover and the 
Shortcomings, political, of Gevernor Roosevelt. 
Senator Borah, of Idaho, said he would not object at that 
time to embalming the Hurley production in the manner and 
Dlace indicated, but he wondered if the senators, if Congress 
remained in session, intended to continue printing all the 
Political speeches. 

Senator Reed, of Pennsylvania, then added tears by saying 
he had been told that it cost $58 a page to print such matter 
in the Congressional Record. Senator Robinson, of Arkansas, 
who had announced, as soon as Hurley’s speech was offered 
for printing, that he inteded answering it, suggested that there 
Was another side to the matter-—namely, that of the public 
which, he said, was entitled to know the issues of the cam- 
paign. He said he knew of no better way to have the people 
informed—at its own expense, willy nilly, he might have added, 
but he did not. 

Then came forward long and rangy Senator Bingham, of 
Connecticut, with real information from the public printer to 
the effect that the expense of printing the Congressional Rec- 
ord, in the long session of Congress, rose from $340,763, in 1924, 
to $514,190, in 1932, the increase being due, in part, to the 
increase in the size of the publication and increase in cost of 
labor and supplies. That was the cost from the beginning of 
the long session to May 31 of the two years mentioned. 

That cost, of a little more than $41 a page, the Bingham 
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contribution showed, in a footnote, did not include the cost of 
the bi-weekly index or of the bound volumes of the Record. 
The cost of indexing and binding may raise the total cost of 
a page to $58, the figure mentioned by Reed of Pennsylvania. 

At any rate, the kaffe klatch about the high cost of setting 
forth every senatorial spat or squabble used up more than four 
pages of the unique publication Congress gets out to show forth 
its glories—hence, the statement of conclusions that the little 
talk about talk had cost the tax payers about $164.50. Part of 
the cost was caused by Huey Long, of Louisiana, and Senator 
Couzens, of Michigan, who pointedly objected to having placed 
in the Record remarks made by a lady living in a suburb of 
Washington purporting to be an impartial analysis of the liquor 
planks of the two major political parties. 

Hiram Johnson, of California, rammed into the klatch long 
enough to observe that, in his opinion, such talk within 24 
hours of the final adjournment of the session seemed to him 
the purest poppycock. His thought was that, if senators were 
going to indulge in that sort of thing, they should do it at the 
beginning of the next session or that it should have been done 
months ago. The expense did not seem to worry him. 

Senator Brookhart, of Iowa, wanted the lady’s “impartial” 
analysis published. Inasmuch as he is an ardent dry it is sus- 
pected that senators Long and Couzens, who objected, had an 
idea that Brookhart was not a judge of impartiality on the sub- 
ject in hand—namely, the liquor planks of the two major par- 
ties. Long’s excuse for objecting was that he himself had 
already made a nonpolitical definition of intoxication—some- 
thing no one had mentioned. 





The second day H. A. Pove- 
leite, assistant to the general 
traffic manager of the New 
Haven, began working in the old 
Queen and Crescent office in Cin- 
cinnati, he wrote a letter—from 
dictation, of course—about the relationship of rates on textiles 
from northern and from southern points of origin. That was 
back in 1895. July 19, 1932, he came to Washington to listen 
to talk about the same relationship question about which he 
had written so early in his career, thirty-seven years ago. 


At this writing Mr. Poveleie has doubts about the imme- 
diate settlement of the questions concerning which Examiner 
Armes will begin scratching his graying poll when he has 
heard all the testimony in I. and S. No. 3636 (elsewhere in this 
issue) if he has not already begun the task. It takes no gift 
of prophesy to suggest that he will not do that task so that it 
will not confront somebody else whenever there is another 
“readjustment” of class rates, either in the north or in the 
south. 


While Mr. Armes was listening to the much more than 
twice told textile tale in one of the hearing rooms in the Com- 
mission building, Examiner Fleming was listening to a com- 
panion piece in a room in the Transportation Building. Instead 
of rates on textiles, however, he was trying to avoid showing 
the effects of Washington summer heat while hearing the tale 
about the relationship of export and import rates to and from 
southern ports, on the one hand, and to and from northern 
ports, on the other. The primary issue in that case is the 
same as in the textile rate case. 

Each of those cases shows, in a pointed way, that there 
is no such thing as a big case in which the issue is between 
shippers, on one side, and carriers, on the other. In each case 
the shippers line up with their “home town” railroads against 
shippers and railroads in the other section of the country. 
Each, in a way of speaking, is a war between the north and 
the south. 


Rate Relationship 
Fights Shame Tennyson’s 
Industrious Brook 





Last year, according to the 
foodstuffs division of the Depart- 
ment of Commerce, the confection- 
ers of the country sold approxi- 
mately 195,000,000 pounds of penny 
candies—all-day suckers and things 
of that sort. They got about $26,000,000 for the things that 
were sold to the children for probably twice that sum. 

The depression has curtailed the sale of so-called quality 
confectionery, but the figures show that the sale of penny 
goods has remained remarkably stable from year to year. In 
other words, father may have a decided cramp in that part of 
his pocketbook devoted to the things he and mother like, but 
the cramp does not extent to that part allotted to the young- 
sters. The latter could not understand about the depression 
even if father were minded to admit to them that he and other 
adults, notwithstanding thousands of years of effort, had not 


Childhood’s Sweet Tooth 
Is Served, Depression 
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been able to devise a system devoid of years of plethora and 
corresponding deprivation, if not actual starvation. 


This presidential campaign, without 
doubt, is going to be long and arduous. 
Ogden L. Mills, Secretary of the Treas- 
ury, started the fighting at Faneuil Hall, 
Boston, July 11. He did not go to the 
place where was fired the gun that was 
heard around the world, but he went to the “cradle of liberty” 
not far away. He may have had in mind the resounding gun 
or the cradle when he chose that spot. Or he may have thought 
of that restaurant, near the cradle, the one with ‘‘atmosphere,” 
where they know how to broil lobsters and serve apple pan 
Dowdy. 

Naturally, the Republicans think Mills blew Roosevelt and 
and Garner out of the water. The Democrats think what he 
shot off was a toy cap pistol. The man who does not allow his 
partisanship to run away with his sense will probably say that 
Mills made a fair campaign speech because he uses English in 
a pleasing way and does not run into offensive, demagogic 
extravagances. 

All he professed to be doing was to take off some of the 
trimmings and tinfoil surrounding his political enemies so as 
to get at the facts, he said. 

Of course, Governor Roosevelt may be blamed for letting 
slip the dogs of political warfare so early because he flew to 
Chicago to tell the convention that he appreciated what it had 
done for him. In that way he started the campaign. The reg- 
ular way would have been to have waited until after the candi- 
dates had made the opening in their speeches accepting the 
honors that had been heaped on them. 

In flying to Chicago this Roosevelt followed the lead of the 
earlier Republican Roosevelt. When Theodore learned that 
the opposition was about to spring something on the public he 
tried to “beat them to it” by letting out a blast right away so 
as to get the first page of newspapers before his critics had 
committed their speeches to memory.—A. E. H. 


RAIL STATEMENT TO PUBLIC 


The Trafic World New York Bureau 


The Association of Railway Executives, after a meeting in 
New York, July 20, issued the following statement to the public, 
signed by President R. H. Aishton, chairman of the executive 
committee: 


And Now the 
Political Campaign 
Guns Are Popping 





The condition of the railroads at the present time is such 
that those who are charged with the responsibility for their 
management feel that they owe it as a duty to the general public, 
to the government, to the owners of the railroads and to their 
employes to lay before them in complete frankness the serious- 
ness of the present situation and to point out some of the causes 
which have brought it about. 

The railroads are utilizing and propose to continue to utilize 
even more extensively their organization in the field of research 
and experimentation and take all other available measures in 
order to secure the utmost in operating efficiency. 

They pledge themselves to avoid all preventable wastes in 
the competitive relationships between themselves, and to devise 
and apply the most feasible methods for meeting new competitive 
conditions. This is their part in the solution of the transpor- 
tation problem. 

Never at any time were the railroads better equipped to 
serve the public than today. Never at any time has the service 
rendered by the railroads been of a higher standard than dur- 
ing the past ten years. The railroads with an efficient plant 
capable of carrying the’ peak load at all times and with more 
than 1,500,000 skilled and loyal employes, are being used at the 
present time to the extent of less than one-half of their demon- 
strated capacity, with of course a corresponding reduction of 
earnings. It is because of this situation chiefly that the credit 
of the railroads as a whole is at the lowest point ever touched 
in their entire history. 

While the present financial condition of the railroads is due 
in large part to the prevailing depression in business, the steam 
earriers have also felt in constantly increasing measure during 
recent years the competition of other transportation agencies, 
including the motor driven vehicle operating on the greatly 
improved highways and transportation by water. Since 1921 the 
Federal and State Governments have spent more than _ $13,- 
000,000,000 for highway improvement. Upon these highways, 
which largely parallel the railroads, there are being operated 
more than 23,000,000 private automobiles, approximately 3,500,000 
freight trucks and some 96,000 passenger-carrying buses. All this 
development has come about largely within the last ten years. 

It is evidence of the inherent strength of the railroads that 
they have been able to support as well as they have this double 
burden of the depression and the increased competition of other 
forms of transportation. 

The public is entitled to have and should have the most 
efficient system of transportation that it is possible to create, 
including all available agencies, and to use each agency in the 
manner and to the extent justified by its effectiveness and eco- 
nomic cost but only upon terms just and equitable to all. 

In 1887 the Interstate Commerce Law was enacted, primarily for 
the purpose of preventing discrimination between individuals and 
communities. During the forty-five years which have elapsed since 
that law became effective, regulation of the railroads has been ex- 
tended and broadened until today a dual control of the roads may 
be said to exist, consisting of governmental representatives on the 
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one hand and the corporate officers representing the owners of the 
properties on the other, but with much the greater power vested jp 
the representatives of the government. 

In 1920 the railroads of the United States were tentatively valueq 
for rate-making purposes by the Interstate Commerce Commission at 
$18,900,000,000. Since then, and responsive to the insistence and even 
demands of shippers, officers of the government and others, more 
than $7,000,000,000 have been expended on these properties for addi- 
tional facilities and equipment, so that today their value, based upon 
the Commission’s finding in 1920, may be taken to be at least $25. 
000,000,000. The total funded debt of the railroads at $12,300,000,000, js 
less than 50 per cent of the valuation as shown above, while funded 
debt and stock combined, roundly $19,500,000,000, are equal to about 
78 per cent of the total valuation based upon the Commission’s tenta- 
tive estimate. It cannot in fairness be claimed that collectively the 
railroads, from the standpoint of the investment, are over capitalized, 

Of the more than $12,000,000,000 of bonds outstanding, $4,300,000,- 
000 are held by insurance companies and savings banks, and probably 
$2,250,000,000 are held in endowment funds by colleges, hospitals and 
other institutions of similar character, where security of investment 
is sought rather than a large rate of return but of a more specula- 
tive character. 

The prices at which railroad securities of all kinds are selling 
at the present time reflect, in part at least, the public’s estimate of 
= uncertainty of the present and the threatening outlook of the 

uture. 

It should not be forgotten that through a period of more than a 
hundred years the railroads, when considered as a single system as 
in effect they are, have grown to their present proportions respon- 
sive to the actual or potential demands of commerce. They could 
today with the existing plant carry the entire commerce of the 
country, while all other transportation agencies combined could carry 
only a small part of the reduced traffic now moving over the rail- 
roads. It follows, therefore, that the railroads will always be needed 
not only in time of peace, but even more in time of war. However 
much we may wish it were otherwise, the hazard of war cannot yet 
with safety be overlooked. In order to meet satisfactorily the de- 
mands that will be made upon them in the future, the roads must be 
kept at all times well and efficiently equipped both as to material re- 
quirements and as to personnel. 

No one familiar with the situation can seriously doubt that the 
railroads, if given equality of opportunity, will surmount their present 
difficulties as they always have in the past. To accomplish this, how- 
ever, we believe it is essential, in addition to all that the railroads 
may do for themselves, that the existing regulation of the roads should 
be relaxed so as to restore freedom of managerial control, without re- 
turn to the fundamental evils of unjust discrimination, which regu- 
lation should always prevent, and that the same kind and measure 
of regulation should be extended to all other agencies with which 
they must compete. 

The railroads do not expect or seek favors from the govern- 
ment, but they do ask equality of treatment with all other 
agencies of transportation. Obviously they will not have such 
equality so long as the government is engaged in or is subsi- 
dizing any form of competitive transportation, or so long as the 
railroads are forbidden to engage in any other form of transpor- 
tation. If the railroads, given equal opportunity, cannot demon- 
strate their ability to serve the public at such rates and under 
such conditions as will satisfy the public needs and at the same 
time sustain their own financial integrity, they must expect to 
give way to more efficient agencies. 

Today the railroads are required to publish their rates and 
charges, and they are forbidden to change any rate until after 
thirty days’ notice of the proposed change has been given. They 
are required to carry without prejudice all traffic offered and are 
forbidden to discriminate in any manner between individuals or 
places. No such federal restrictions apply to carriers by water 
or by truck on the highways. If in the public interest restric- 
tions of the kind mentioned, among others, are necessary for 
the railroads, they would seem to be no less necessary for other 
transportation agencies. 


. The problem involved is not only of national interest but 
touches also the individual interest of every citizen. Its proper 
solution is of immediate importance. The railway executives, 
therefore, ask for the earnest consideration and active support of 
the public, to the end that adequate and efficient transportation 
service in every modern form may be maintained to the highest 
degree and with equal opportunity for all. 


RAILROAD POSITIONS 


H. L. Metzger, East St. Louis, Ill., who operates a corre 
spondence school under the name, National Railway Instruction 
Bureau, has been ordered by the Federal Trade Commission 
to cease representing that men are needed to fill positions on 
railroads or that his advertisements are those of a railroad, 
according to an announcement by the Commission, continuing 
as follows: 


Metzger is also ordered to discontinue making the above-men- 
tioned representations in advertisements in ‘“‘Help Wanted’ columns 
of newspapers or magazines, and signing such advertisements simply 
as ‘‘Railway Bureau,” unless such advertisements clearly show that 
he has only courses of instruction for sale. 

Among other assertions to be discontinued by Metzger ‘‘unless and 
until such are the facts at the time such representations are made, 
are the following: Statements which state or imply that students tak- 
ing the courses are assured of jobs, that jobs are plentiful, that calls 
from railroads for men are frequent, or that Metzger has close con- 
nection with leading railroads and great influence with their officials 
by reason of which he is able to piace students in positions. , 

The Commission finds that Metzger does not have railroad posi- 
tions to offer to applicants and that students who pursue his courses 
of study are not assured of jobs. The Commission points out that 
railroad jobs are not plentiful and calls from railroads for men aré 
not frequent, 

Metzger is not to make use in advertising of letters from railroads 
inquiring for men to fill positions unless such letters are of com- 
paratively recent date and reflect conditions existing at the time of 
such use. Further, he is not to represent that terms offered are 
special or that such offers must be accepted within a specified time 
when such offers are not special to those to whom they are made and 
when such time limits are not adhered to. 










7 
al., 
whic 
ton, 
Line 
disn 
tran 
juris 
the 


tion 
and 
of ‘ 
said 


sho 
Ext 
Ter 
mis 
roa 


jur’ 
me: 
anc 
jur 


oul 
of 
or 
sp 
us 


no 


co 


te el ek ee er oe a a 








July 23, 1932 


The Traffic World 


PAGE 133 








Decisions of Interstate Commerce Commission 





SCRAP LEAD MISROUTING 


HE Commission, on reconsideration, in No. 24274, Southern 

Traffic Service, Wilmington, N. C., vs. Clyde Steamship Co. et 
al. has reversed the decision of division 5, 179 I. C. C. 315, 
which was that a carload of scrap lead, shipped from Wilming- 
ton, N. C., to Newark, N. J., had been misrouted by the Clyde 
Line, and awarded reparation. The reversal was followed by 
dismissal of the complaint, on a finding that the incident of 
transportation that brought the case within the Commission’s 
jurisdiction presented no misrouting within the provisions of 
the act administered by the Commission. 

The shipment moved on a bill of lading without specifica- 
tion of route. The Clyde Line brought the lead to New York 
and turned it over to the Central of New Jersey, a combination 
of 45 cents being collected. The Commission in this report 
said that the applicable rate over that route was 46 cents. 

Complainant contended, says this report, that the shipment 
should have been turned over at New York to the Newark 
Express and Transportation Co., now known as the Newark 
Terminal and Transportation Co., a boat line which the Com- 
mission said was not owned, controlled or operated by a rail- 
road company. 

As stated in the original report, said the Commission, its 
jurisdiction to hear the case rested upon the fact that the ship- 
ment moved over a water-rail route on a through bill of lading, 
and over the lowest rated route subject to the Commission’s 
jurisdiction. 

“It follows that the incident that brought the case within 
our jurisdiction presents no misrouting within the provisions 
of the act which we administer,” says this report. ‘Whether 
or not the Clyde Line misrouted the shipment under other 
specific provisions of law or of its common law duty is not for 
us to determine.” 

Chairman Porter and Commissioners Lewis and McManamy 
noted a dissent. 


STOVES TO N. & W. BRANCHES 


The Commission, in a supplemental report in I. and S. No. 
3299, stoves, ranges, boilers, house-heating furnaces, parts 
thereof, and related articles, from, to, and between points in 
southern territory, has modified finding 8 of the prior report, 
182 I. C. C. 59, in which border points between southern and 
official territory are defined, so as to provide for the inclusion 
in the list of border points, in addition to those now defined 
in that finding, such points as are located on all branches ex- 
tending from the main line of the Norfolk & Western between 
Kenova, W. Va., and Roanoke, Va., and branches diverging from 
such branches, not, however, including the branch from Roanoke 
to Winston-Salem, N. C. This report also embraces No. 22379, 
Southern Association of Stove Manufacturers et al. vs. A. C. L. 
et al.; and No. 3363, stoves, ranges, boilers, house-heating fur- 
naces, parts thereof, and related articles, from, to, and between 
points in southern territory. 

Varying percentages of the first class rates were prescribed 
to apply. The Norfolk & Western, which asked for modifi- 
cation, contended that the rates from southern territory origins 
to points on the branches lying south of the main line should 
not exceed the basis provided for border points and that there 
was no necessity for rates from southern points of origin to 
destinations on the branches extending north from the main 
line lower than those prescribed for border points. Southern 
lines opposed the modification. They pointed out that class 
rates between points on the Norton and Bristol branches of 
the N. & W., on the one hand, and points in official territory, 
on the other, were now before the Commission in I. & S. No. 
3660, rates on Bristol and Norton lines of the Norfolk & Western. 
The Commission said that that proceeding had no material 
bearing on the question here presented. 


CONTAINER ORDER HELD UP 


_ Acting on the representations of the New York Central and 
its own knowledge of the change in conditions, the Commission, 
in @ second supplemental report in No. 21723, in the matter 


of container service, has suspended the effective date of its’ 


order of April 4, 1931, until its further order. This suspension 
seems to clear the way for the New York Central to publish 
rates by the container, instead of by the mile, the same as the 





truck-body and so-called ferry-truck rates of other carriers, the 
Pennsylvania some time ago having put into operation the 
truck-body rates which take no notice of the articles contained 
in the truck body so long as the truck-bodies do not contain 
any of the prohibited articles, generally perishables and things 
that are listed as explosives or dangerous articles. 

Container rates revised in accordance with the Commis- 
sion’s decision in the original report, 173 I. C. C. 377, were 
put into effect on July 20, 1931, and are in effect. 

In its petition asking for a modification of that order so 
as to permit it to name rates by the container instead of by 
the mile, the N. Y. C. said that its service had been losing 
favor with shippers. It submitted figures to show the loss of 
traffic, much of which it said had gone to the trucks, The 
report, writtem by Chairman Porter, said that despite the 
unprecedented decrease in the volume of traffic generally, the 
number of trucks competing with the railroads and the intensity 
of that competition had materially increased. He said the 
transportation conditions affecting the respondents today were 
not in contemplation at the time of the original decision. 

In conclusion the report said that from the Commission’s 
knowledge of the general traffic and competitive conditions con- 
fronting the carriers generally throughout the country, the 
Commission was convinced that the respondents such as the 
New York Central which might desire to continue the use of 
the container should have the same freedom of opportunity to 
meet truck competition as was being practiced by respondents 
using all-commodity rates on merchandise in truck-bodies, ferry 
trucks, compartment cars and other forms of equipment. Ac- 
cordingly, without passing upon the legality of any rates, rules, 
or regulations which might be published on container service, 
and with the understanding that they would be subject to pro- 
test and suspension, the Commission said it would suspend the 
effective date of its order, as before set forth. 


SOUTHWESTERN REVISION 


The Commission, in a supplemental report, the fifteenth, 
written by Commissioner Lewis, in No. 13535, Consolidated 
Southwestern Cases, has further relaxed the restrictions cre- 
ated by Finding No. 27 in the original report, 123 I. C. C. 203, 
so as to permit the establishment of reduced carload rates on 
superphosphate and ammoniated superphosphate and on dry 
litharge (not in oil), from and to points on the Kansas City 
Southern and its subsidiary, the Texarkana & Fort Smith, with- 
out a reduction in rates from and to other points. It has also 
amended its findings so as to except named commodities and 
the rates thereon, from them. 

This action was taken upon petition of the carriers men- 
tioned, the southwestern railroads, and the Southwestern Pea- 
nut Shellers’ Association. With Commissioner McManamy not- 
ing an exception, the Commission made the following findings: 


We find that the findings of undue prejudice and preference and 
finding 27 in the original report herein, as amended, may properly 
be, and they are hereby, further amended (1) so as to permit the 
establishment of an interstate rate on superphosphate and ammoni- 
ated superphosphate, in straight or mixed carloads, from Texarkana, 
Tex., to Fort Smith, Ark., not lower than the corresponding intra- 
state rate from Texarkana, Ark., to Fort Smith, without reduction 
of rates on said commodities from or to other points, such reduced 
rates to be observed as maximum from and to intermediate points; 
and (2) so as to permit the establishment of rates lower than column 
30 on litharge, dry (not in oil), in carloads, from Joplin, Mo., to the 
Texas and Louisiana ports hereinbefore named, without reduction 
of rates on the same commodity from or to other points. 

We further find that the following commodities, and the rates 
thereon, may properly be, and they are hereby, excepted from the 
application and requirements of the findings and orders heretofore 
made and entered in these proceedings, other than fourth-section 
order No. 9500: 

(a) Caps, milk bottle, paper or cardboard, in carloads. 

, Pa Cigar-box lumber and wooden cigar-box material, in car- 
oads. 

(c) Agricultural implement material, wooden, viz., sweep rake 
and hay stacker material, when sawed, planed, turned, bent, mitered, 
mortised, tenoned, bored and primed or dipped in paint, with or 
without metal attachments for same, the weight of the attachments 
pond to exceed two per cent of the entire weight of shipment, car- 
oads. 

(d) Flooring cement, in carloads. 

(e) Peanuts, shelled or unshelled (other than salted peanuts), in 
carloads. 

Nothing in this report shall be deemed to approve any particular 
rates or bases of rates published for application to the commodities 
from and to the points affected, and every such rate will be subject 
to suspension for good cause shown. 


Coincidentally with this modification of the findings in this 
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case the Commission vacated and set aside an order reopening 
it with respect to rates on sweet potatoes between stations on 
the Fort Smith & Western, in less-than-carloads. The reopen- 
ing order was vacated by reason of the petitions for reopening 
having been withdrawn. 


WYOMING EXTENSION DENIED 


In the opinion of the Commission, division 6, rail lines in 
Fremont county, Wyoming, at the expense of the Burlington 
and the North Western, serve an agricultural territory not yet 
developed and to provide transportation for petroleum to be 
brought, by pipe line not yet built, to the railroads, are not 
warranted by existing conditions. Therefore it has dismissed 
No. 23815, Public Service Commission of Wyoming vs. C. B. & 
Q. et al., a formal docket proceeding in which the Wyoming 
commission asked the federal body to require the defendants, 
or either of them, forthwith to construct and operate, in exten- 
sion of their existing lines, about thirty miles of line through 
the United States Reclamation Service Riverton project. 

The demand was for a connecting line or cut-off between 
Bonneville and Shoshoni, approximately 2.5 miles, and a branch 
line from one or the other system through the reclamation 
project, which, when in operation, will be suitable for the grow- 
ing of sugar beets. At present there is no development on that 
land which must be irrigated because the annual rainfall is 
only something over 12 inches on an area of about 100,000 
acres. Beyond the irrigation reclamation project there are two 
oil and gas fields with an estimated potential production of 
10,0000,0000 barrels of low-gravity black or asphalt base oil 
over a period of ten years. 

The Secretary of the Interior intervened in the case, his 
interest being to obtain revenue for the Indians under his care, 
who own the oil lands. He said the amount of the oil that 
could be produced from the capped wells ready to produce 
would be so small that it would have no effect on the over- 
production of oil in the rest of the country. 

Challenge of the Commission’s jurisdiction and of the Wyo- 
ming Commission’s power to file the complaint was made by 
the railroads. The Commission said that the contentions of 
the railroads on those points were without merit. It said that 
no valid purpose was served by the challenge of the complain- 
ant’s authority to bring the complaint since a complaint was 
not a prerequsite to the exercise of jurisdiction by the Com- 
mission. The constitutionality of the provisions of section 
1(21), the Commission said, had been sustained in Oregon- 
Washington Railroad & Navigation Co. vs. United States, 47 
Fed. (2d) 250. 

An irrigation engineer, testifying for the railroads, ex- 
pressed the opinion that from 25 to 40 years would elapse be- 
fore the irrigation project was fully settled and that it would 
take from five to ten years to bring the land into production 
sufficient to pay taxes and returns of investment. The latter 
was estimated at from $2,500 to $5,000 for each farm. The 
Commissioner of Reclamation ventured the prediction, said the 
report, that, with transportation facilities similar to those avail- 
able on other projects the agricultural output would amount to 
$2,000,000 in value within ten years. 

Estimates of the cost of the lines requested ran from 
$530,056 by the Wyoming commission to $1,164,000 by the Chi- 
cago & North Western, with annual cost of operation running 
from $145,982 to $165,378. The report said that the North 
Western’s railroad between Casper and Lander, Wyo., 148 miles, 
from which the proposed construction would take its departure, 
was the lowest tonnage-producing line in the part of the sys- 
tem west of the Missouri and that on a mileage prorate of 
revenues, the losses from the operation of that line in the last 
five years averaged more than $300,000 a year, or nearly 
$200,000 a year if the line were credited with all through rev- 
enues and charged only with out-of-pocket expense. The com- 
plaint alleged that the two defendants had failed and refused 
to provide adequate and reasonable railroad facilities to a 
large area of agricultural and developed oil lands in Fremont 
county. 


LOG REPARATION DISSENSION 


With five of the eleven commissioners dissenting, the Com- 
mission, on reconsideration in No. 23120, Penn Veneer Co. et 
al. vs. Western Maryland et al., has modified the finding in the 
original report, 176 I. C. C. 499, made by division 3, that the 
rates on poplar logs, from points in Maryland, the Virginias 
and Delaware to York, Pa., were not unreasonable in the past 
but unreasonable for the future so that the finding now is that 
the rates were unreasonable in the past. On that modified 
finding it has awarded reparation. The complainants, Penn 
Veneer Co. and Pennsylvania Furniture Co, have been author- 
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ized to file Rule V statements as to the amount of reparation 
they claim is due them. 

The finding is that the rates were unreasonable in the pag 
and for the future to the extent they exceeded or might excegj 
65 per cent of the contemporaneous lumber rates. Decisions 
to that effect, the report said, had been made in Marvil Pack. 
age Co. vs. N. S. R. R. Co., 140 I. C. C. 78, 146 I. C. C. 689 ang 
Williamson Veneer Co. vs. B. & O., 159 I. C. C. 318, 171 L Oc 
687, and reparation was awarded in them. 

The average rate assailed in this case for the average 
distance, the report said, exceeded the average rate prescribed 
by 55 per cent. In the Marvil case, it said, the average rate 
for the average distance exceeded the average rate prescribed 
by 41 per cent. In the Williamson case it said the excess was 
53 per cent. The rates assailed and prescribed in those cases 
applied from and to points in the same general territory as 
those involved in this case, said the report. The Commission 
said it was of the view that a similar finding was warranted 
in the instant case. 

Commissioner Mahaffie wrote the dissent to which the four 
other dissenters subscribed. They were Commissioners Meyer, 
Brainerd, Lee and Tate. Mr. Mahaffie said that the majority 
adopted and applied a formula from other cases. The lumber 
rates in the territory considered, he said, were not maintained 
upon any consistent basis. They had not been approved by 
the Commission, said he, adding that the majority did not in 
this case find the lumber rates themselves to be reasonable, 
Of course, he said, on this record no such finding could be 
made. In the absence of such a finding, the dissenting com- 
missioner said, he was unable to see how a finding that a per. 
centage of such rates was a proper basis for an award of 
damages. The assailed rates on logs, he added, bore no con- 
sistent relation to the contemporaneous rates on lumber. He 
pointed out the results, in the way of rates, that would result 
from the application of the basis. 

A similar situation, Mr. Mahaffie said, was before the Com- 
mission in Delaware, Lackawanna & Western Coal Co. vs. Del- 
aware, Lackawanna & Western Railroad Co., 46 I. C. C. 506, 
and that in that case it was held that reparation should not 
be awarded. 

The carriers, as to the reasonableness of the rates in the 
past made the point, among others, that throughout this pro- 
ceeding they had advanced the argument, which they said was 
not advanced in previous cases, that reparation should not be 
awarded in a case such as this which did not involve the rea- 
sonableness, per se, of the rates attacked, but which rather in- 
volved the method of constructing rates and their relation to 
rates on a related commodity. 


FLORIDA LOG CASE 


The Commission, on further hearing in No. 18364, Georgia 
Public Service Commission vs. A. C. L. et al., known as the 
Florida log case, in a report written by Commissioner Meyer, 
has brought its decision within the bounds, as it thinks, of the 
decision of the Supreme Court of the United States in Florida 
vs. United States, 282 U. S. 194, 51 S. Ct. Rep 119, in the matter 
of rates on logs within Florida and from points in northern 
Florida to destinations in Georgia. It has affirmed its finding 
in the original report, 146 I. C. C. 717, that rates on logs over 
six feet in length, except walnut, cherry and cedar, from points 
in northern Florida to destinations in Georgia for distances of 
170 miles and less, were unreasonable. It has also found that 
the present rates are reasonable. 

Rates on logs over six feet in length, except walnut, cherry 
and cedar, between points on the Atlantic Coast Line in Flor- 
ida for distances of 170 miles and less have been found un- 
justly discriminatory against interstate commerce. For the re- 
moval of that unjust discrimination the Commission has or- 
dered the carriers to establish and maintain rates, however, 
without naming a date on which they are to do so, made in 
accordance with a scale shown in an appendix, not herein re- 
produced, on a minimum of 40,000 pounds. That scale is the 
same as was used in making the interstate rates now in effect. 

The original order required establishment of rates within 
Florida on the interstate basis on August 2, 1928. Florida au- 
thorities and some lumber manufacturers attacked the order 
in the federal district court. The order was sustained by the 
district court on the theory that the words of the order “within 
the state of Florida” referred to northern Florida concerning 
conditions in which there was testimony. After that decision 
was made, the Commission, by division 4 amended its order 
so as to have it apply “within and throughout the entire state 
of Florida.” 

That order was attacked and the Supreme Court held that 
the Commission had not made findings as to intrastate trans- 
portation that would warrant its order. It pointed out that if 
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the facts as to that intrastate transportation were such as to 
justify an order to end unjust discrimination as against inter- 
state commerce, either as between persons or localities, or 
pecause of an undue burden upon the revenues of the carrier, 
the Commission was still at liberty, acting in accordance with 
the authority conferred by the statute, to make such determi- 
nations as the situation might require. 

In the further hearing the Commission went into the ques- 
tion as to whether the scale used in Florida caused unjust dis- 
crimination against interstate commerce, at length. One of 
the facts stated in the report was that while the state and in- 
terstate rates on logs were on a parity, which was from Feb- 
ruary 8, 1929, to about April 10, 1931, there was no movement 
of logs from northern Florida into Georgia unless it was an 
occasional carload. Commissioner Meyer said it was impossi- 
ble to say at this time whether an interstate movement would 
develop. The unjust discrimination against interstate com- 
merce found by the Commission is from a revenue standpoint. 
The report says no finding is necessary or made in reference 
to undue prejudice against persons and localities in this case. 
Any undue prejudice that may exist, it says, will be removed 
by compliance with the order entered for the removal of unjust 
discrimination against interstate commerce. 


EASTERN CONSOLIDATION PLAN 


Four great railroad systems in the east, exclusive of New 
England, instead of five as was provided in the orignial rail- 
road consolidation report, 159 I. C. C. 522, may be formed by 
railroads under a modified plan prescribed in No. 12964, Con- 
solidation of Railroads, opinion No. 17856, 185 I. C. C., 403-51, 
made public by the Commission on the afternoon of July 21 
after the stock market had closed. 

The Commission has dropped its requirement for creation 
of System No. 7, Wabash-Seaboard. This was to have consti- 
tuted the fifth system, in addition to those that could have been 
built around the New York Central, the Pennsylvania, the Balti- 
more and Ohio, and the Chesapeake & Ohio-Nickel Plate. Now 
the Commission agrees with the eastern rail executives as to 
the general proposition that there should be four systems built 
around the last four groups named. 

Chairman Porter wrote the report. Commissioner Eastman 
wrote a dissenting opinion in which Commissioner McManamy 
joined. Concurring expressions were written by Commissioners 
Lewis, Brainerd, Lee and Mahaffie. 


Ultimatum to Pennsylvania 


The Commission said that it could not give its approval to 
any application of the Pennsylvania designed and seeking to 
carry into effect any portion of so much of the proposed four- 
system plan as related to System No. 4 (Pennsylvania) unless 
and until that railroad company either had divested itself of all 
stock held by it both directly in the New Haven and indirectly 
in the New Haven and the Boston and Maine, or had placed 
all such stock in the hands of independent trustees approved by 
the Commission as in the public interest under suitable terms 
and conditions for voting and sale consistent with the provisions 
of the interstate commerce act and with the Commission’s modi- 
fied final plan. 


on The findings of the Commission, including the four systems, 
Ow: 


Upon all the facts of record, and in the light of the foregoin 
conseerations, we hereby modify our final plan for the plane 0 od 
: the railway properties of the continental United States into a 
ee number of systems by eliminating system No. 7, Wabash- 
ee and by allocating (a) the entire property of the Chicago, 
_ lanapolis and Louisville Railway Company equally to system No. 
, Atlantic Coast Line and system No. 9, Southern, and (b) the other 
railway properties in eastern territory, excluding New England, 
except (1) the properties of The Delaware and Hudson Railroad 
Corporation and certain short-line connections and (2) terminal prop- 
erties not specifically allocated herein, as appears below. 

The properties under ‘exception (1) namely: 

The Delaware and Hudson Railroad Corporation. 

Greenwich and Johnsonville Railway Company. 

Schoharie Valley Railway Company. 

Charlotte Valley Rail-Road Company. 

Lake Champlain and Moriah Rail Road Company. 

Middleburgh & Schoharie Rail Road. 

The Troy Union Railroad Company (undivided two-third interest). 
uae Connecting Railroad Company (undivided one-half 
will be regarded for the present as an independent system. 

The properties under exception (2) will be found under the head 
of “Terminal Properties” in our final plan of 1929 and will be left 
for future specific allocation. 

Wherever in this modified plan a railway property is named, unless 
an exception is specifically made, it will be understood as including 
all subsidiary owned, leased, or operated lines. 

Certain trackage rights between the systems are necessary in 
order to effectuate the purposes of the modified plan, and we have 
indicated under each system the principal instances of this kind. 

This modified plan leaves unallocated the Seaboard Air Line 
Railway Company and a number of short-line connections which 
should go with it. The record is not sufficiently complete to warrant 
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us in definitely allocating those properties at this time, and we shall 
leave them for the present as an independent system. 

__In our plan of 1929 the Kankakee and Seneca Railroad Company 
is left for future allocation as a terminal property. The applicants 
here propose its allocation jointly to the New York Central and the 
Chicago, Rock Island & Pacific Railway Company. In our modified 
plan set out below an undivided one-half interest in this property is 
allocated to system No. 3, and_we hereby allocate the other one- 
half interest to system No. 19, Rock Island-Frisco. 

The allocations of the so-called independent short lines proposed 
by the applicants are offered by them as necessarily tentative and 
subject to change by us, upon our own motion or upon application 
of the carriers involved, as might be found appropriate in the public 
interest. Excepting the short lines which, as above set forth, are 
allocated with the properties of the Delaware and Hudson Railroad 
Corporation, all of such independent short lines are herein allocated 
in accordance with the application, with three exceptions, The Valley 
Railroad Company is allocated to system No. 6, instead of to system 
No. 5, for the reasons hereinbefore stated. The Pittsburgh, Lisbon 
& Western Railroad Company is left with system No. 4, as at present, 
instead of being allocated, as requested by the applicants, jointly to 
systems Nos. 3 and 4, for the reason that it has no connection with 
any property herein allocated to system No. 3. The Dansville & 
Mount Morris Railroad Company is left with system No. 6, as at 
present, instead of being allocated, as requested by the applicants, 
jointly to systems Nos. 3 and 6, for the reasons that the Lackawanna, 
which is herein allocated to system No. 3, parallels and serves all 
the important points served by this short line and is its principal 
competitor, and the best connection of the short line appears to be 
with the Erie, allocated to system No. 6. 

In working out the modified plan herein approved it is expected 
that carriers will give careful consideration to the interests of their 
employees with the view of avoiding the imposition of undue hard- 
ships upon them in connection with the relocation and consolidation 
of shops and offices. When applications under section 5 of the act 
may be filed for our approval, the applicants will be expected to deal 
adequately with these questions and, to the extent necessary and 
warranted by the record, we will consider the imposition of such 
conditions as we may find to be proper and within our jurisdiction. 
If any doubt exists as to our jurisdiction in the premises it should 
be safeguarded by Congress. 

System No, 3—New York Central 


The New York Central Railroad Company. ~ 

The Akron and Barberton Belt Railroad Company (undivided one- 
fourth interest). 

The Akron, Canton & Youngstown Railway Company (undivided 
one-fourth interest). : 

Alton & Eastern Railroad Company (undivided one-fourth interest). 

Aliquippa and Southern Railroad Company. " 

Beaver Valley Railroad Company (undivided one-half interest). 

Boston and Albany Railroad. 

Boyne City, Gaylord and Alpena Railroad Company. 3 

_— and Indiana Railroad Company (undivided one-half in- 
terest). 

Campbell’s Creek Railroad Company. 

Central Indiana Railway Company (undivided one-half interest). 

Cherry Tree and Dixonville Railroad Company (undivided one- 
half interest). 

Chicago, Attica & Southern Railroad Company. 

The Cincinnati Northern Railroad Company. 

The Clarendon and Pittsford Railroad Company (undivided one- 
half interest). ‘ 

The Cleveland, Cincinnati, Chicago and St. Louis Railway Com- 
pany. 

The Delaware, Lackawanna and Western Railroad Company (ex- 
cept the branch from Chenango Forks to Oswego, N. Y.). 
Dexter & Northern Railroad Company. 
Delaware Valley Railway Company. 

* Evansville, Indianapolis and Terre Haute Railway Company. 

The Fairport, Painesville and Eastern Railroad Company (un- 
divided one-third interest). 

The Federal Valley Railroad Company. 

Fonda, Johnstown and Gloversville Railroad Company. 

Fulton Chain Railway Company. ' 

Genesee and Wyoming Railroad Company (undivided one-fourth 
interest). 

Glenfield & Western Railroad Company. 

Grafton and Upton Railroad Company (undivided one-half in- 
terest). 

Grasse River Railroad Corporation. 
‘ — Northern Railway Company (undivided one-fourth in- 
erest). 

Jamestown, Westfield & Northwestern Railroad Company. 

Kanawha & Michigan Railroad Company. 

Kanawha & West Virginia Railroad Company. 
‘ — and Seneca Railroad Company (undivided one-half in- 
erest). 

Kelley’s Creek and Northwestern Railroad Company. 

Kelly’s Creek Railroad Company. 

Lackawanna & Wyoming Valley Railroad Company. 

Lake Erie, Franklin & Clarion Railroad Company (undivided one- 
half interest). 

The Lake Erie and Eastern Railroad Company. 

The Lake Erie and Pittsburg Railroad Company (undivided one- 
half interest). 

The Lakeside and Marblehead Railroad Company. 

a Lake Terminal Railroad Company (undivided one-third in- 
terest). 

The Lorain and Southern Railroad Company. 

Louisville and Jeffersonville Bridge and Railroad Company. 

The Lowville and Beaver River Railroad Company. 
_ — and New England Railroad Company (undivided one-fourth 
nterest). 

The Marcellus & Otisco Company, Incorporated. 
‘ bg Messena Terminal Railroad Company (undivided one-half in- 
erest). 
ni — Connecting Railroad Company (undivided one-third 
nterest). 

The Michigan Central Railroad Company. 

The Monongahela Railway Company (undivided one-fourth in- 
terest). 
. — & Erie Railroad Company (undivided one-half in- 
erest). 

The Muncie Belt Railroad Company. 
. _— and Western Railroad Company (undivided one-third in- 
erest). 
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Montour Railroad Company (undivided one-fourth interest). 
Northampton and Bath Railroad Company (undivided one-fourth 
interest). 
Th Northern Ohio Railway Company (undivided one-fourth in- 
terest). 
iewnen & St. Lawrence Railroad Company. 
The Owasco River Railway (undivided one-half interest). 
Peoria & Eastern Railway Company. ’ 
Pittsburgh, Chartiers & Youghiogheny Railway Company (undi- 
vided one-fourth interest). 
The Pittsburgh and Lake Erie Railroad Company. 
The Pittsburgh & West Virginia Railway Company, east of a 
point at or near Gould’s Tunnel (undivided one-fourth interest). 
Raquette Lake Railway Compny. we 
Rutland Railroad Company (except the O. & L. C. Division). 
Skaneateles Railroad Company. : 
South Buffalo Railway Company (undivided one-fourth interest). 
Southern New York Railway, Incorporated. 
Toledo & Ohio Central Railway Company. 
The Troy Union Railroad Company (undivided one-third interest). 
The Ulster and Delaware Railroad Company. 
Unadilla Valley Railroad_Company. 
The Virginian Railway Company. a a, 
West Pittston-Exeter Railroad Company (undivided one-half in- 
terest). 
West Shore Railroad Company. 
Zanesville and Western Railway Company. 
Trackege rights to system No. 3: . 
Over Reading Company, Newberry Junction to Rupert, Pa. 
Over Lehigh and Hudson River Railway, Andover Junction, 
N. J., to Maybrook, N. Y. ; 
Over Pere Marquette Railway, Grand Rapids to Muskegon, 
Mich. 
Over Lehigh Valley Railroad, Avoca, Pa., to Waverly, N. Y. 
Over Pittsburgh & West Virginia Railway, Hopedale Junction, 
Ohio, to a point at or near Gould’s Tunnel. 
Over Wheeling and Lake Erie Railway, Kent to Mogadore, 
Ohio; Dillonvale, Ohio, to a point near Unionvale, Ohio; and 
Adena to Neff, Ohio. 


System No. 4—Pennsylvania 


The Pennsylvania Railroad Company. 

The Akron and Barberton Belt Railroad Company (undivided one- 
fourth interest). : 

The Akron, Canton & Youngstown Railway Company (undivided 
one-fourth interest). ; 

Alton & Eastern Railroad Company (undivided one-fourth inter- 
est). 

Arcade and Attica Railroad Corporation. 

Baltimore and Eastern Railroad Company. 

Baltimore, Chesapeake and Atlantic Railway Company. 

Bever Valley Railroad Company (undivided one-half interest). 

Bellefonte Central Railroad Company. ‘ 

Benwood and Wheeling Connecting Railway Company (undivided 
one-third interest). 

Big Sardy and Cumberland Railroad Company. : 

Cambria and Indiana Railroad Company (undivided one-half in- 
terest). 

Central Indiana Railway Company (undivided one-half interest). 

Cherry Tree and Dixonville Railroad Company (undivided one- 
half interest). 

Chesapeake Beach Railway Company. 

Chesapeake Western Railway. rae 

Conemaugh & Black Lick Railroad Company (undivided one-half 
interest). 

Coudersport and Port Allegheny Railroad Company. | 

Cumberland and Pennsylvania Railroad Company (undivided one- 
half interest). 

Dents Run Railroad Company. 

Detroit, Toledo and Ironton Railroad Company. 

Donora Southern Railroad Company. 

The East Broad Top Railroad and Coal Company. 

Etna and Montrose Railroad Company (undivided one-half in- 
terest). : 

Franklin & Pittsylvania Railway Company. 

Genesee and Wyoming Railroad Company (undivided one-fourth 
interest). 

Hickory Valley Railroad Company. 

The Huntingdon and Broad Top Mountain Railroad and Coal 
Company. 

Indiana Northern Railway Company (undivided one-fourth in- 
terest. . 
Interstate Railroad Company (undivided one-half interest). 

Johnstown and Stony Creek Rail Road Company (undivided one- 
half interest). 

Kane and Elk Railroad Company. 

Kishacoquillas Valley Railroad Company. 

The Lake Erie and Fort Wayne Railroad Company. 

Lake Erie, Franklin & Clarion Railroad Company (undivided one- 
half interest). 

Lake Erie, Franklin & Clarton Railroad Company (undivided one- 
half interest). 

Ligonier Valley Rail Road Company. 

The Long Island Rail Road Company. : 

Lehigh and New England Railroad Company (undivided one- 
fourth interest). 

Marion Railway Corporation. 

Maryland and Delaware Coast Railway Company. 

McKeesport Connecting Railroad Company (undivided one-third 
interest). 

The Monongahela Railway Company (undivided one-fourth in- 
terest). 

Muncie and Western Railroad Company (undivided one-third in- 
terest). 

Montour Railroad Company (undivided one-fourth interest). 

New Jersey, Indiana & Illinois Railroad Company. 

New Haven & Dunbar Railroad Company (undivided one-half 
interest). 

The New York and Long Branch Railroad Company (undivided 
one-half interest). 

The New York Connecting Railroad Company (undivided one- 
half interest). 

Norfolk and Western Railway Company. 

bag Northern Ohio Railroad Company (undivided one-fourth in- 
terest). 

Northampton and Bath Railroad Company (undivided one-fourth 
interest). 





The Ohio River and Western Railway Company. 
Patapsco & Back Rivers Railroad Company (undivided one-half 
interest). 
Pennsylvania and Atlantic Railroad Company. 
Philadelphia and Beach Haven Railroad Company. 
Philadelphia and Camden Ferry Company. 
Pittsburgh, Chartiers & Youghiogheny Railway Company (ung. 
vided one-fourth interest). 
The Pittsburgh, Lisbon & Western Railroad Company. 
Pittsburgh & Susquehanna Railroad Company. 
_ The Pittsburgh & West Virginia Railway Company, east of a 
point at or near Gould’s Tunnel (undivided one-fourth interest), 
Rariton River Rail Road Company (undivided one-half interest) 
Rosslyn Connecting Railroad Company. , 
Scootac Railway Company. 
Sheffield and Tionesta Railway Company. 
South Buffalo Railway Company (undivided one-fourth interest) 
, — & Highspire Railroad Company (undivided one-half jp- 
erest). 
The Stewartstown Railroad Company. 
The Strasburg Railroad Company. 
Susquehanna River and Western Railroad Company. 
St. Louis and Hannibal Railroad Company. 
Toledo, Peoria & Western Railroad. 
The Tuckerton Railroad Company. 
Tuscarora Valley Railroad Company. 
Wabash Railway Company. 
The Washington, Brandywine and Point Lookout Railroad Com- 
pany. 
Waynesburg and Washington Railroad Company. 
Western Allegheny Railroad Company. 
West Jersey and Seashore Railroad Company. 
nied — Connecting Railroad Company (undivided one-half 
interest). , 
The Winfield Railroad Company. 
Winston-Salem Southbound Railway Company (undivided one. 
half interest). 
Trackage rights to system No. 4: 

Over New York Central Railroad, Newark to Genesee Junc- 
tion, N. Y., or over Lehigh Valley Railroad as shown below; 
Cleveland, O., to connection with Lorain, Ashland & Southern 
Railroad at Lorain, O.; and Wellington to Crestline, O. 

Over Baltimore and Ohio Railroad, Girard to Haselton, 0,; 
and Warwick to Greenwich, O. 

Over Lehigh Valley Railroad (National Docks Railway), Waldo 
Avenue, Jersey City, N. J., to connection with Edgewater Branch 
near the Morris Canal; over Edgewater Branch from National 
Docks Railway to connection with proposed tracks on_ Jersey 
City water front; and Phelps Junction to Wadsworth Junction, 
N. Y., or over New York Central Railroad as shown above. 

Over Pere Marquette Railway, LaCrosse to Hanna, Ind. 


System No. 5—Baltimore & Ohio 


The Baltimore and Ohio Railroad Company. 

The Akron and Barberton Belt Railroad Company (undivided one- 
fourth interest). 

The Akron, Canton & Youngstown Railway Company (undivided 
one-fourth interest). 
‘' — & Eastern Railroad Company (undivided one-fourth in- 
erest). 

The Ann Arbor Railroad Company. 

Atlantic City Railroad Company. 

The Baltimore and Ohio Chicago Terminal Railroad Company. 

Benwood and Wheeling Connecting Railway Company (undivided 
one-third interest). 

The Brownstone and Middletown Railroad Company. 

The Buffalo Creek & Gauley Railroad Company. 

Buffalo, Rochester and Pittsburgh Railway Company. 

Buffalo & Susquehanna Railroad Corporation. 

The Castleman River Railroad Company. 

The Central Railroad Company of New Jersey. 

The Chaffee Railroad Company. 

Chestnut Ridge Railway Company. 

The Chicago and Alton Railroad Company. 
; Conemaugh & Black Lick Railroad Company (undivided one-half 
interest). 

Cornwall Railroad Company. 

Cumberland and Pennsylvania Railroad Company (undivided one- 
half interest). 

The Detroit and Toledo Shore Line Railroad Company. 

East Berlin Railroad Company. 

Emmitsburg Railroad Company. 

Etna and Montrose Railroad Company (undivided one-half interest). 

The Fairport, Painesville and Eastern Railroad Company (un- 
divided one-third interest). 

Genesee and Wyoming Railroad Company (undivided one-fourth 
interest). 

The Ironton Railroad Company (undivided one-half interest). 

Johnstown and Stony Creek Rail Road Company (undivided one- 
half interest). 

The Lake Terminal Railroad Company (undivided one-third 
interest). 

Lehigh and Hudson River Railway Company. 

Lehigh and New England Railroad Company (undivided one- 
fourth interest). 

Manistique and Lake Superior Railroad Company. 

Maryland and Pennsylvania Railroad Company. 

McKeesport Connecting Railroad Company (undivided one-third 
interest). 

The Monogahela Railway Company (undivided one-fourth interest). 

Mount Hope Mineral Railroad Company. 

Mount Jewett, Kinzua and Riterville Railroad Company. 

Montour Railroad Company (undivided one-fourth interest). 

New Haven & Dunbar Railroad Company (undivided one-half 
interest). 

The New York and Long Branch Railroad Company (undivided 
one-half interest). 

Northampton and Bath Railroad Company (undivided one-fourth 
interest). 

The Northern Ohio Railway Company (undivided one-fourth 
interest). 

Patapsco & Back Rivers Railroad Company (undivided one-half 
interest). 

People’s Railway Company. 

Perkiomen Railroad Company. ’ 

Philadelphia, Bethlehem and New England Railroad Company 
(undivided one-half interest). 
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Pittsburgh, Chartiers & Younghiogheny Railway Company (undi- 
yided one-fourth interest). 

The Pittsburgh & West Virginia Railway Company, east of a point 
at or near Gould’s Tunnel (undivided one-fourth interest). 

Port Reading Railroad Company. 

The Preston Railroad Company. 

Quakertown and Bethlehem Railroad Company. 

Rahway Valley Company, 

Raritan River Rail Road Company (undivided one-half interest). 

Reading Company. 

Rowlesburg & Southern Railroad Company. 

South Buffalo Railway Company (undivided one-fourth interest). 

The Staten Island Rapid Transit Railway Company. 

Steelton & Highspire Railroad Company (undivided one-half 
interest). : 
; Stone Harbor Railroad Company. 

Strouds Creek and Muddlety Railroad Company. 

Tionesta Valley Railway Company. 

Upper Merion and Plymouth Railroad Company. 

The Ursina and North Fork Railway Company. 

Valley River Railroad Company. 

Western Maryland Railway Company. 

West Virginia Midland Railway Company. 

West Virginia Northern Railroad Company. 

Wharton and Northern Railroad Company. 

Wildwood and Delaware Bay Short Line Railroad Company. 

Winchester & Wardensville Railroad Company. 

Trackage rights to system No. 5: 

Over New York Central Railroad, Monroeville to Toledo, Ohio, 
or over Wheeling and Lake Erie Railway as shown below; and 
Charleston, W. Va., to Kanauga, Ohio. 

Over Delaware, Lackawanna and Western Railroad, Rupert to 
Plymouth Junction, Pa. 

Over Pennsylvania Railroad, Sinnemahoning (or Driftwood) 
to Williamsport, Pa.; West Brownsville Junction, Pa., to con- 
nection with West Side Belt Railroad at or near Clairton, Pa. 

Over Wabash Railway, Romulus to Detroit, Mich. 
one Over Chesapeake and Ohio Railway, Kanauga to Dundas, 

io. 

Over Pere Marquette Railway, Toledo, Ohio, to Romulus, 
Mich.; and Detroit, Mich., to connection with Ann Arbor Railroad 
at Annpere, Mich. 

Over Wheeling and Lake Erie Railway, Terminal Junction to 
Yorkville, Ohio; Zanesville to Canton (or Cuyahoga Falls), Ohio; 
and Creston to Toledo, Ohio, or over New York Central Rail- 
road as shown above. 

Over Wheeling and Lake Erie Railway and Wheeling & Lake 
Erie Belt, connection between Baltimore and Ohio Railroad and 
Wheeling & Lake Erie Belt and between Baltimore and Ohio 
Railroad and Michigan Central, Pere Marquette, Ann Arbor and 
Detroit and Toledo Shore Line via the Wheeling & Lake Erie 
Belt at Toledo, Ohio; and connection to reach the tracks of the 
Cleveland Union Terminals Company at Cleveland, Ohio. 

System No. 6—Chesapeake & Ohio-Nickel Plate 

The Chesapeake and Ohio Railway Company. 

The Akron and Barbeton Belt Railroad Company (undivided one- 
fourth interest). 

The Akron, Canton & Youngstown Railway Company (undivided 
one-fourth interest). 
~ i. & Eastern Railroad Company (undivided one-fourth in- 
rest). 

Arcadia and Betsey River Railway Company. 

Bath and Hammondsport Railroad Company. 

Benwod and Wheeling Connecting Railway Company (undivided 
one-third interest). 

Bessemer and Lake Erie Railroad Company. 

Big Sandy and Kentucky River Railway Company. 

The Buffalo Creek Railroad Company. 

Chesapeake & Ohio Railway Company of Indiana. 

Chicago and Eastern Illinois Railway Company. 

Chicago and Erie Railroad Company. 

Chicago, Springfield & St. Louis Railway Company. 

Chicago & Illinois Midland Railway Company. 

The Dansville and Mount Morris Railroad Company. 

The branch of The Delaware, Lackawanna and Western Railroad 
Company from Chenango Forks to Oswego N. Y. 

troit and Mackinac Railway Company. 

Detroit, Caro and Sandusky Railway Company. 

East Jordan & Southern Railroad Company. 

East Kentucky Southern Railway Company. 

Erie Railroad Company. 

so —— “—— Company. 
: e Fairport, Painesville and Eastern Railroad C - 
vided one-third interest). ae Se Sones 
a and Wyoming Railroad Company (undivided one-fourth 
The Hocking Valley Railway Company. 
The Ironton Railroad Company (undivided one-half interest). 
Jacksonville & Havana Railroad Company. 
The Kanawaha Central Railroad Company. 
Kanawha, Glen Jean and Eastern Railroad Company. 
The Lake Terminal Railroad Company (undivided one-third inter- 


Lehigh and 
fourth interest). New England Railroad Company 
Teen Mima 4 at Company. 

_ Lorain est Virginia Railway Company. 
Ludington & Northern Railway. ni — 
Manistee and Northeastern Railway Company. 
Middletown and Unionville Railroad Company. 
a and North Fork Railroad Company. 

est) he Monongahela Railway Company (undivided one-fourth inter- 
Montour Railroad Company (undivided one-fourth interest). 
Matistown & Erie Railroad Company (undivided one-half interest). 
iments and Western Railroad Company (undivided one-third 
nen & Albemarle Railway Company. F 
=e New Jersey and New York Railroad Company. 
The York and Pennsylvania Railway Company. 
N e New York, Chicago and St. Louis Railroad Company. 
Seether Susquehanna and Western Railroad Company. 
interest) ampton and Bath Railroad Company (undivided one-fourth 


interest), Nothern Ohio Railway Company (undivided one-fourth 


The Owasco River Railway Company (undivided one-half interest). 


est) 
(undivided one- 
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Pere Marquette Railway Company. 
_ Philadelphia, Bethlehem and New England Railroad Company (un- 
divided one-half interest). 
: _Pittsburgh, Chartiers & Youghiogheny Railway Company (un- 
divided one-fourth interest). 
The Pittsburgh & West Virginia Railway Company, east of a 
point at or near Gould’s Tunnel (undivided one-fourth interest). 
_ The Pittsburgh & West Virginia Railway Company, west of a 
Point at or near Gould’s Tunnel, 
The Pittsburg, Shawmut and Northern Railroad Company. 
The Pittsburg & Shawmut Railroad Company. 
Port Huron and Detroit Railroad Company. 
Prattsburgh Railway Corporation. 
South Buffalo Railway Company (undivided one-fourth interest). 
Sterling Mountain Railway Company. 
Susquehanna and New York Railroad Company. 
Unity Railways Company. 
Valley Railroad Company. 
Virginia Central Railway. 
‘ yan Pittston-Exeter Railroad Company (undivided one-half in- 
erest). 
The Wheeling and Lake Erie Railway Company. 
Williamsport & North Branch Railway Company. 
Wilkes-Barre and Eastern Railroad Company. 
Winifrede Railroad Company. 
Trackage rights to system No. 6: 

Over Delaware, Lackawanna and West Railroad, from Lehigh 
Valley Railroad connection at or near Pittston, Pa., via Kings- 
land to Hoboken, N. J. (including right to joint use of passenger 
facilities at Hoboken and right to make connection with the Erie 
Railroad at or near Croxton Yard for freight service); from Kings- 
land, via Kingsland cut-off, to a point of connection with the 
Pennsylvania Railroad passenger line at or near Kearney Junc- 
tion (including the right to make connection with the Greenwood 
Lake Division of the Erie Railroad at or near Arlington); and 
from Binghamton to Chenango Forks, N. Y. 

Over Michigan Central Railroad, St. Clair Springs to Richmond, 
Mich, (or lease). : 
Over Kanawha & Michigan Railroad, Armitage to Hobson, Ohio. 

Over Pennsylvania Railroad, Indianapolis, Ind., to Louisville, 
Ky.; from connection with the Lehigh Valley Railroad at or near 
Newark, N. J., to Pennsylvania Railroad passenger station on 
Manhattan Island; and West Brownsville Junction, Pa., to connec- 
tion with the West Side Belt Railroad at or near Clairton, Pa. 

Over Baltimore. and Ohio Railroad, Dayton to Cincinnati, Ohio; 
and Butler to New Castle, Pa._ 

Over Buffalo, Rochester and Pittsburgh Railway (including 
Allegheny & Western Railway), Butler, Pa., through Punxsutawney 
and DuBois to Clearfield, Pa.; and LeRoy to Rochester, N. Y., 
including joint use of Rochester terminals and Rochester Belt 
Line and branch of the Belt to Charlotte Docks. 

Over Lehigh and Hudson River Railway, all or any part thereof. 


COMMISSION REPORTS 


Clay Sewer Pipe 


No. 24292, Lee Clay Products Co., Inc., vs. A. & L. M. et 
al. By division 3. Dismissed. Rates, clay sewer pipe, Clear- 
field, Ky., to Monroe, Opelousas, Perryville, Shreveport and 
Sterlington, La., unreasonable to the extent that they exceeded 
rates based on 20 per cent of the first class rates established 
January 15, 1931, minimum 26,000 pounds, subject to Rule 34. 
Reparation awarded. 





Gravel 
No. 24338 Southern Traffic Service vs. A. C. L. By division 
3. Dismissed. Rates, gravel, Garysburg, N. C., to Adams Grove, 
Capron, Lawrenceville, Nurney and South Hill, Va., found ap- 
plicable. 
Bottles and Fiber-board Boxes 


No. 21228, Creomulsion Co., Inc., vs. Southern, a sub-num- 
ber, Same vs. Same, and No. 22498, Obear-Nester Glass Co. 
vs. Southern. By the Commission on further hearing. Find- 
ings in prior report in No. 21228, 157 I. C. C. 95, with respect 
to the reasonableness of rates in the past, mixed carloads, glass 
bottles and fiber-board boxes, East St. Louis, IIl., to Griffin, Ga., 
the description of the commodities constituting the 72 ship- 
ments on which reparation was awarded and the basis of com- 
puting the amounts of reparation, corrected and modified. Com- 
mission found that the 72 shipments consisted of mixed car- 
loads of glass bottles in fiber-board boxes and empty, uncrated, 
set-up fiber-board boxes; that the rates collected were inap- 
Plicable; that the applicable rates on the bottles, to November 
2, 1926, was 95 cents and thereafter 92 cents, minimum 30,000 
pounds in each instance; and that the applicable rates on the 
empty fiber-board boxes included in the shipments of bottles 
were $7.42 from July 9, 1926, to January 15, 1928, and $6.34 
thereafter to April 27, 1928, based on the actual weight of the 
boxes; that the applicable rates on the glass bottles were un- 
reasonable to the extent they exceeded 69 cents, minimum 
30,000 pounds, and that the applicable rates on fiber-board 
boxes, empty, were unreasonable to the extent they exceeded 
$4.24 from July 9, 1926, to January 15, 1928, and $3.62 thereafter 
to April 9, 1928. Reparation of $5,750.82 awarded. Original 
reparation order in the title complaint and the sub-number 
modified to the basis of the modified findings. 


Steel and Wire Fencing 


No. 23148, Albertson & Co., Inc., et al. vs. A. C. & Y. et al.; 
No. 23628, Wyeth Hardware & Manufacturing Co. et al. vs. A. 
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¥. . "7 F, et al., and No. 23791, Keystone Steel & Wire Co. a Service Commission of Bk my | =. A. T. & 
vs. C. & N. W. By the Commission. Dismissed. Upon recon- eee eee” oe to — 
: A : . No. 8182, Western Cement Rates, No. 16536, Lehigh Portla 
sideration, findings in former report, 174 I. C. C. 725, that the Cement Co. vs. B. F. & I. F., Fourth Section Application No. 54 et aL 
rates charged on interstate shipments, iron and steel articles, considered in No, 8182, filed by various carriers, Application Nos. 1260; 
ticles, <0U1, 
Duluth and Steelton, Minn., and points on and east of the Mis- 12980; 13452, 13462, 14021 of Agent Boyd, and 13577 of Agent Galligan 
sissippi River to destinations in Minnesota, Iowa, Missouri, Kan- 2 ewan gg AF ar 426 "tcteh Savetaher 1 ant 
. D » Missouri, Kan of Supplemental Fourth Section Order 7260 entered November 7, 1927, 
_ serra the Dakotas, Wyoming, Colorado and Texas were’ in oe oo ered <-> et a Fy pat (b) 
applicable, affirmed. Findings in former report, in No. 23791 vacation of Fourth Section Order entere n Lehig ortland oon 
. ’ Cement Co. vs. B. F. & I. F. Ry. Co., supra, and Fourth Sectio 
ave ft. C,. €. 235, that the rate charged on a carload of wire Orders 8993, 9438, 9882, 9874, 9968 and 10373, entered in said Applica. 
fencing, Peoria, Ill., to Carroll, Ia., was inapplicable, rev tions 12601, 12980, 13452, 13462, 13577 and 14021, respectively, suff. 
, , pp , ersed : 
and complaint dismissed. Commissioners Aitchison, McMan- “!®™t justification not having been shown, denied. 
amy and Lee noted a dissent, the main question involved being ~ 
that of tariff interpretation and use of the intermediate rule. PETITIONS FOR REHEARING, ETC. pt A 
. No. 23130, Intrastate rates on bituminous coal, between points ; 
; Coal Fourth Section Illinois. Springfield, Ill., Coal Traffic Bureau asks for rejection of of rep 
Fourth Section Application No. 14696 of the Norfolk & Wes- {#riff filed by C. B. & @., cal of tides tae tanlons 525-0, J sonabl 
; pe nso far as the ap S points 
a a ae maiem Southbound, Norfolk Southern and the Dur- of origin to Pekin and Peoria shown to indices 1055, 11398 and 12745, ine 
tee nage ~f division 2. Applicants authorized, in respectively, on, pages 13, 20 and 21 of said tariff, to become effec. m4 
ourth section order No. 10982, to establish and maintain rates, tive Avsust 1, . agle 
: se RSP No. 17000, part 4-A, Rate structure investigation, petroleum and 
_ ane coal briquets, stations = the N. & W. in West Virginia, products. Wirt Franklin Petroleum Co., Rock Island Refining Co, me 
irginia and Kentucky, to stations on the Durham & Southern, Bell Oil & Gas Co. and Anderson-Prichard Oil Corporation ask post. in W 
Varina to Durham, N. C., inclusive, over the long route of the Ponement of effective date of Johanson's a ee 
Norfolk & Western to Winston-Salem, N. C., the Winston-Salem "No. 18146, Continental Oil Co. vs. A. T. & S. F, et al. D. & RG, os 
mien Norwood, N. C., Norfolk Southern to Varina and W.,aske reconsideration of Commission's findings therein of May 1, ~ 
urham outhern to Durham, the same as the rates over the 19 of 0 
; ‘ : No. 20147, Mangelsdorf Seed Co. vs. A. T. & S. F. et al. Com- 
direct line or route of the N. & W. and D. & S., and to maintain plainant asks further hearing. } from | 
higher rates at intermediate points, provided that the rates at No. 24099, Missouri Gravel Co. vs. C. B. & Q. et al. Lehigh Stone J sota ' 
the higher-rated intermediate points shall not exceed rates in 6°, p Saori oe A gael erg gh gy B -my pw D... be unt 
effect over other lines or routes from and to the same points, effective date of order of division 5, entered on June 7th, 1932. that t 
shall not be increased except as may hereafter be authorized, _|,_,, No. 24336, Oklahoma Arkansas Tete relk 6 
and in no ; e elephone Co. ahoma-Arkansas Telephon . asks a re- S: 
case shall exceed the lowest combination. oe Rg ing 
I. & S. age — —_ go eey — — oe. 4 Tt 
spondent n that further and supplemental hearin 
, COMMISSION ORDERS be. granted. pe “4 agen ca “ cee z fined 
pon complainant’s request, the Commissi ismi No. 1611 ndiana State amber o ommerce vs. A. T. . z 
24820, American Limestone Co. vs. A. & R. et al., No. 24836, Guitpost et al.; No. 16563, National Fire Proofing Co. vs. Pennsylvania, et al. Gibbor 
Chamber of Commerce vs. G. M. & N. et al., No. 24989, Woodrich 224 No. 22865, TerreHaute Chamber of Commerce vs. A. T. & 8S. F extent 
Construction Co. vs. G. N., No. 25025, White Eagle Oil Corporation vs. ¢t al. Terre Haute Chamber of Commerce, a complainant in 20, 19: 
A. T. & S. F. et al., No. 25046, Kanawha Central vs. C. & O. et al, 2bove-entitled proceedings, for and on behalf of its member, the Vigo- on Jul 
No. 25125, Globe Grain & Milling Co. vs. S. D. & A. et al., No. 25167, American Clay Co., asks reopening, and rehearing therein. from 
Nebraska Electric Power Co, vs, C. & N. W. et al., No. 25255, Gold- yay, NO; 14622) Board of allroad. swuret te aes FS 
camp Mill Co., Inc., vs. N. x * y ai akota vs. C. . et al. . Mm. St. P. -3 & . W.; C. B. 5 
vs. G. M. & N. et al. & W., and No. 25260, Corona Silica, Inc., a oe -~ i oe i igh ~_ oy —e dt 2 & P., =~ othe’ = 
The Commission has dismissed No. 24771, i railroads defendants hereto, have asked modification, rescinding or 
et al. vs. A. T. & S, F. et al. and No. gg Ag canceling of Commission’s finding No. 7 and order entered on May 6, oly 
Carolina Lumber & Manufacturing Co., et al. vs. Carolina & N. W. 1924. date < 
et al., upon complainants’ request. No. 13535, Consolidated Southwestern Cases, and_ cases grouped (3) fr 
No. 23130, Intrastate rates on bituminous coal between points in therewith. F. A. Leland, chairman, Southwestern Freight Bureau, and 4: 
Illinois. Order of March 8, 1932, in so far as it concerns rates on 8ks the Commission to include Texas City, Tex., as an additional descri 
bituminous coal, in carloads, to points in Illinois on Rock Island South- Ulf port when considering rates to ports named in his petition filed. Mf ang b 
ern is modified by permitting filing of such rates upon not less than May 26, 1932, on behalf of southwestern lines, for approval under in the 
ten See Base. —— af of _— Se + — on oe dry (not in oil) which 
oO. part 3, Rate structure investigation, cott rom Joplin, Mo., to Texas an ouisiana gulf ports. reasor 
grouped therewith. ‘The order entered Sercin on my 9 fost te No. 16323, Scott County Milling Co. et al. vs. Butler County et al, Comp! 
modified by eliminating the date, August 31, 1932, which was sub- and related cases. Complainant in No. 23591 and Sub. 1, W. P. but tl 
stituted for the original date, June 25, 1932, by order of June 7, 1932 Brown & Sons Lumber Co., Inc., vs. C. R. I. & P. et al., which cases which 
in the last line of the first ordering paragraph of said order of June fter hearing, briefing and oral argument, have been reopened on petl- 3, 4, 
9, 1931, and substituting in lieu thereof the date, August 1, 1933. tion of defendants and assigned for further hearing with title case 
ne 1 & S. 3764, storage in transit at New Haven, Conn. Petition of —? — xt arse — of a Canes, — a — 
.Y. N. H. & H,, dated June 22, 1932, f i ported, involving rates and reparation on coal from mines 
18, 1932, denied. a oe a ae on — ee og onal fg stone ea . r-Y — hig oe p 
No. 14760, Parkersburg Rig & Reel Co. vs. C. R. I. , a ew oa. ae (and Sub. 1 to 7. ’ 99516, 
Petition, dated May 26, 1932 for reconsideration of mal dl vee 31663 (and Sub. 1 to 4 incl.), 22607, 33196 (and Sub, 1 to 0, Bei oh them 
tion heretofore made, filed by defendants, denied P 22613 (and Sub. 1 to 5, incl), 22321 (and Sub. 1 to 7, incl), 22271, 22428, ion’ 
No. 23218 William EB. Asplin Basket ‘Co. vs. Pennsylvania et al. 22078 and 22768 be required by the Commission to supply for i Hi oo 8 
Petition of complainant for reargument, denied. y a etal. record and the information of the parties within a reasonable time chang 
No. 28398. Federal Furniture Factories. Inc B. & 0 1 after the closing of the further hearings therein a statement showing missi: 
Complaint amended by making Delaware & Hud: he . aioe al. the extent to which the orders in said reported cases have been com- wise 
party defendant. & son Co, an additional plied with by fhe detendante therein, ae as » the establishment of a 
No. 23005, Robert Morton Organ Co. vs. A. G. S. et al. Petitio rates for the future and payment © w — 2 anes, 
defendants for reopening to take certain new evidence and for model No. 15543, Turpentine & Rosin Producers’ Assn. vs. A. & V. et al. mend 
sideration by entire Commission denied Defendant carriers herein ask vacation of findings and orders herein. No. 1 
No. 22892, Sub. 2, A. E. Meyer & Co. vs. A. C. L. et al. Com- No. 17006, Upson Co. vs. A. A. et al. and Fourth Section Order No. - 
plainants’ motion for entry of reparation, order overruled, and pro- a tesen iat eocnsee oe ony _ a. Carriers defendants i or r 
ceeding reopened for further hearing for sole purpose of determining Oi : * 14089. he ge agg Rue ge Pg ge By No. 2 
amounts of reparation due complainants. application No. 14089, amend their petition of March 23, 1932, for 1 
NWvor No. a Rap roe —e vs. A. T. & S. F, et al. Petition a No. 8374 Houston & Texas Central proposed construc- years 
- = ong “4 e une 3, , for reopening and reconsideration tion. Applicant oaks me ——— —o and — an order: Soe Nos. | 
—a ng an additional period o months from and after July 1, 1932, my 
to ah 'bermeen aoings th ponents” OnderTaereneaee Breaucts from; within’ which to continue and endeavor to conclude said negotiation, If sti 
proceeding on November 3, 1931, as since amended, which by its pres- . ee a Ss Se. A. Se Comer a Be 
ent terms requires establishment of the rates therein prescribed, on asks reopening for reconsideration and modification, on recor in V 
or before August 10, 1932, upon notice to this Commission and to the made; that an order be entered herein requiring certain change 4 the t 
general public by not less than 30 days’ filing and posting in manner pyescribed rates on building material; and that reparation be awarde 
prescribed in section 6 of the interstate commerce act, is further on both building material and window frames. autho 
amended so as to authorize and require such establishment upon not twee1 
less than 10 days’ such notice. presu 
- No. 22416, Virginia Livestock (Growers & Shippers et al vs. N. & SUSPENDED TARIFFS tined 
. ot al, Me. es irginia Livestoc i a 
et al. vs. C. & O. et al. and |. és. 3522, Livestock from’ Ve. Weer In I. and S. No. 3779, the Commission has suspended from on th 
= Fa., and D. C.. to Mastern points. Petition of complainants for July 20 until February 20 schedules in Supplement No. 5 - inter: 
reopening of records and tor reargument denied. Atlantic Coast Line I. C. C. No. B-2707, Supplement No. 63 (0 in T 
Finance No. 1119, Muskegon Railway & Navigation Co. securities. ae ee s ? ; 
Order of Commission entered on April 30, 1921, 67 1. GC. C. 527, au. Agent J. H. Glenn’s I. C. C. No. A-710, Supplement No. 16 Bf lowes 
theorising a ee to isque ort RD common, capital stock Agent F. L. Speiden’s I. C. C. No. 1504, and I. C. C. No. = ing. 1 
n an aggregate amount not to excee ,900, par value, first- 
and ter aa ae tenes ee oe peo mal po Be The suspended schedules propose to revise the rates mp The 
exceed $304,900, is modified so as to limit to $77,793, par value, the or kaolin, in carloads, from producing points in Southern te shoul 
aggregate amount of stock and to $187,000 the aggregate principal tory to destinations in Eastern Canada, resulting in both it limits 


amount of bonds to be issued thereunder. 


creases and reductions. The following is illustrative, rates i A 


1. & S. 3743, petroleum from North Coast ports to Idaho. Peti- 
tion dated June 3, 1932, filed on behalf of certain respondents by dollars and cents per ton of 2,000 pounds, from Bath, S. C. May, 
Agent S. J. Henry, denied. F still , 
No. 25359, East Texas Refining Co. vs. Alabama Central et al. To Present Propose) Shi 
Standard Oil Co. of Louisiana permitted to intervene. Montreal, Que. ........ eines S wciesttubiisedtais ee $10.4 nl 
No. 25226, National Brick Co. vs. C. & N. W. et al. United Brick St. Catherine, Ont.............ceceeeeceeeeeees xeiaae ae 7 With 
& Tile Co. permitted to intervene. TMGPONE, GUE. oss 0cccees EES POPC T RS RES 6.87 8.1 
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Proposed Reports in I. C. C. Cases 





OIL TO MINNESOTA 


SMALL revision of rates on petroleum and petroleum prod- 

ucts, from the midcontinent, Texas, Arkansas and Missouri 
refinery groups to points in Minnesota for the future and awards 
of reparation on account of rates proposed to be found unrea- 
sonable for the past have been recommended by Examiner 
Arnold C. Hansen in No. 24118, Brown County Cooperative Oil 
Association et al. vs. C. & N. W. et al. and No. 23915, White 
Eagle Oil Corporation vs. A. T. & S. F. et al. Reparation and 
rates were sought on the basis of the rates found reasonable 
in White Eagle Oil & Refining Co vs. A. T. & S. F., 152 I. C. C. 
169 and 163 I. C. C. 734. ; 

In the title complaint petroleum distributors describing 
themselves as independent bulk station jobbers and distributors 
of oil alleged that the rates charged prior to August 20, 1930, 
from the points of origin mentioned to destinations in Minne- 
sota were and, to Echo and Wood Lake, Minn., continued to 
be unreasonable. In the White Eagle complaint it was charged 
that the rates to Springfield and Sanborn, Minn., were and are 
unreasonable. Examiner Hansen proposed the following find- 
ings: 

The Commission should find, following the White Eagle Case, 
supra, that the rates assailed on gasoline and other so-called re- 
fined oils taking the same rates to Sleepy Eye, Springfield, Sanborn, 
Lamberton, Walnut Grove, Tracy, Balston, Wabasso, Redwood Falls, 
Gibbon, Franklin, Morgan and Fairfax were unreasonable to the 
extent they exceeded (1) from Group 2, 43 cents prior to August 
20, 1930, (2) from Group 3, 43 cents prior to July 20, 1927, 45 cents 
on July 20, 1927, and between that date and August 20, 1930, and (3) 
from the north Texas Group, 48.5 cents prior to August 20, 1930; 
that the rates to Wood Lake and Echo, were, are, and for the 
future will be unreasonable to the extent they exceeded, exceed or 
may exceed (1) from Group 2, 43 cents prior to August 20, 1930; 
and 40 cents on and after that date; (2) from Group 3, 43 cents 
prior to July 20, 1927, 45 cents on July 20, 1927, and between that 
date and August 20, 1930, and 42 cents on and after that date; and 
(3) from the north Texas Group, 48.5 cents prior to August 20, 1930, 
and 44.5 cents on and after that date that complainants made the 
described shipments of petroleum and petroleum products and paid 
and bore the charges thereon; that they have been damaged thereby 
in the amount of the difference between the charges paid and those 
which would have accrued at the basis of the rates herein found 
reasonable; and that they are entitled to reparation with interest. 
Complainants should comply with Rule V of the Rules of Practice, 
but the statements to be submitted should not list any shipments 


which have been included in Dockets 20946, and 20674, Sub-Nos. 2, 
3, 4, 6, 7 and 9. 


TEXAS FOURTH SECTION 


Permanent fourth section relief for Texas lines enabling 
them to maintain the adjustment resulting from the Commis- 
sion’s decision in the Shreveport case, 48 I. C. C. 312, except such 
changes as may be forced by the circuity limitations the Com- 
mission has adopted and prescribed in compliance with the 
circuity part of the fourth section, on class and commodity 
rates, domestic, export coastwise and import, has been recom- 
mended by Examiner G. L. Shinn in Fourth Section Application 
No. 14500, class and commodity rates in Texas. The applicants 
od — were parties to A. C. Fonda’s Texas tariff I. C. C. 

0. , 

This Shreveport adjustment has been maintained all the 
years since the decision under temporary fourth section orders 
Nos. 5808 and 6696. That temporary relief was denied by fourth 
section order No. 10767, effective 90 days after the issuance of 
the order but not later than December 3, 1932. 

With a view to continuing the adjustment held in place by 
the temporary relief, the Texas lines, in this application, sought 
authority to establish and/or maintain on interstate traffic be- 
tween all points in Texas, over routes wholly within Texas, 
presumably said the examiner, on traffic originating at or des- 
tined to points beyond Texas, and between points in Texas, 
on the one hand, and Shreveport, La., on the other, the lowest 
interstate rate between the same points; and between points 
in Texas over routes operating through adjoining states, the 
lowest intrastate rate between the same points, without observ- 
ing the long-and-short-haul provisions of the fourth section. 
The applicants contended, said Shinn, that any relief granted 
should be free from the equidistant provision or any circuity 
limitations. 

Although the orders in the Shreveport case were vacated in 
May, 1922, Shinn said that the principle of the decision was 
still observed by the Texas lines. The effect of that decision, 
Shinn said, was to place Shreveport and the points grouped 
With that city within Texas for rate-making purposes. Shinn 


said that since points in Texas were intermediate on traffic to 
and from Shreveport, the Texas lines found it necessary to 
publish the Texas intrastate basis for application on interstate 
traffic throughout Texas. Rates being on the Texas basis, this 
application reflected that situation. 

Shinn discussed the various phases presented by the ap- 
plication in separate parts of his report, devoting one part to 
the export, import and coastwise rate situation. He said that 
the record contained the statement that carriers applied the 
same rates on export and import traffic as were in effect on 
intrastate traffic. Consequently, he said, relief to meet the 
interstate rates on traffic moving over routes within Texas, the 
same as proposed herein on domestic traffic, would seem to be 
sufficient. In the circumstances the same measure of relief, 
he said, should be granted on export, import and coastwise 
traffic as was proposed on domestic traffic. 

Circuity limitations, Shinn said, did not apply in connec- 
tion with intrastate rates. That fact, however, he said, did 
not justify application of the Texas scales over all available 
interstate routes through adjoining states without regard to the 
circuity limitations which he said the Commission had here- 
tofore found necessary to avoid wasteful transportation over 
unduly circuitous routes in compliance with the reasonably 
compensatory requirement of the fourth section. Shinn pro- 
posed the following findings: 


Applicants should be authorized to establish and/or maintain class 

and commodity rates described in the application: 
; 1. On interstate traffic between points in Texas over routes 
operating wholly within that State, and between points in Texas, 
on the one hand, and Shreveport and points grouped therewith, on 
‘the other, over routes within Louisiana and Texas where rates con- 
structed on distance scales are observed at all intermediate points, 
relief should be granted to apply over all such routes the lowest rates 
applicable over any route on interstate traffic, between the said points, 
constructed on basis of said distance scales subject to the usual 
circuity limitations and to the conditions that rates from, to, and 
between higher-rated intermediate points shall not be increased and 
shall not exceed the lowest combination of rates subject to the in- 
terstate commerce act, and provided further that from and to points 
in Texas differential territory, applicants may apply the same differ- 
entials as those applicable on traffic over the direct routes from and 
to such points 

2. On interstate traffic between points in Texas over routes 
through adjoining States, also between points in Texas, on the one 
hand, and Shreveport and points grouped therewith, on the other, 
from and to which rates are constructed on the basis of the Texas 
intrastate scales, applicants should be granted relief to apply over 
all interstate routes between said points, rates the same as those in 
effect between the said points constructed on the basis of the Texas 
intrastate scales, and to maintain higher rates from, to, and be- 
tween intermediate points, provided that the present rates from, to, 
and between the said higher-rated intermediate points shall not be 
increased and shall not exceed the lowest combination of rates sub- 
ject to the interstate commerce act, provided further that such relief 
shall be subject to the usual circuity limitations and the equidistant 
provision of section 4 of the act, and provided further that from and 
to points in Texas differential territory applicants may apply the 
same differentials as those applicable on traffic over the direct routes 
from and to such points. 

All other and further relief prayed in this application with respect 
to rates from and to the above described points, except rates as to 
which relief has been granted by fourth section order No. 9600, or 
outstanding permanent orders of the Commission should be denied 
effective December 3, 1932, and all relief granted by temporary orders 
of the Commission with respect to rates considered herein should be 
rescinded effective December 3, 1932. 


FRESH STRAWBERRIES 


A revision of the rates on fresh strawberries from points 
in Florida to northern destinations is proposed by Examiner 
L. H. Macomber in No. 23972, R. W. Burch, Inc., et al. vs. 
Railway Express Agency, Inc., et al. This report also embraces 
No. 24145, Wishnatzki & Nathel vs. Same, No. 24671, Caruso, 
Rinella, Battaglia Co., Inc., vs. Same, and No. 24612, R. W. 
Burch, Inc., et al. vs. A. C. L. et al. 

These cases were heard separately. By stipulation of the 
parties the record in the title case, in so far as it was applic- 
able, was made a part of the other record. The examiner said 
that inasmuch as the issues in these proceedings were closely 
related, they would be considered in one report. He said the 
title case included all points of origin and destination involved 
in the proceedings and that as the record therein was more 
comprehensive his discussion would deal with the evidence and 
testimony in that title case. Issues other than those raised by 
the title case, he dealt with separately. 

In the title case it was alleged that the express rates on 
strawberries, in carloads, that charges assessed for refrigera- 
tion service and that the rules governing the precooling arrange- 
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ments, diversion, reconsignment, and routing of shipments from 
points in Florida to various destinations in the United States 
were unjust and unreasonable. The Florida commission and 
the Interior Florida Traffic Bureau intervened in support of the 
complaint. 

Macomber recommended that the Commission should find 
that the rates on strawberries, carloads, in express service under 
refrigeration from points in Florida to destinations in southern, 
southwestern, official, and western trunk line territories were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed 110 per cent of the contemporaneous 
first class freight rates, minimum 17,000 pounds; that the rates 
assailed on fresh strawberries, in express service, under re- 
frigeration from Florida to destinations in trunk line territory, 
including the Buffalo-Pittsburgh zone and in New England, were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed 110 per cent of the corresponding 
first class rates, constructed in accordance with Findings 17-b, 
17-d, and 17-f, in the third supplemental report in Southern 
Class Rate Investigation, 128 I. C. C. 567, 599, minimum 17,000 
pounds. 

A third finding recommended by Macomber was that the 
charges for standard refrigeration on fresh strawberries, car- 
loads, in express service, from points in Florida to destinations 
mentioned in the two preceding findings were and for the 
future would be unreasonable to the extent they exceeded or 
might exceed 85 per cent of the charges established for standard 
refrigeration of berries from points in Florida in freight service 
in the Refrigeration Case, 151 I. C. C. 649. 

Another finding recommended by Macomber was the as- 
sailed tariff provisions pertaining to routing restrictions, diver- 
sion and reconsignment rules and charges, precooling privileges 
and charges, and estimated weights, were not shown to have 
been unreasonable in the past, but that the diversion and recon- 
signment charges were, and for the future would be unreasonable 
to the extent they might exceed $2.70 each for the third and 
succeeding diversion and reconsignments. Macomber further 
said that the assailed rates on fresh strawberries, carloads, in 
freight service, under refrigeration, from points in Flordia to 
destinations in southern, southwestern, official, and western 
trunk-line territories were and would be unreasonable to the 
extent that they exceeded or might exceed 80 per cent of the 
contemporaneous first class rates, minimum 17,000 pounds. 

A further finding recommended was that the rates in freight 
service on berries, under refrigeration, from points in Florida 
to destinations in Trunk Line territory, including the Buffalo- 
Pittsburgh zone and New England, were and for the future 
would be unreasonable to the extent they exceeded or might 
exceed 80 per cent of the corresponding first class rates, mini- 
mum 17000 pounds. 

The examiner recommended reparation, saying that if the 
defendants objected to proof of shipments by affidavit, they 
might ask for a further hearing. 


PROPOSED REPORTS 


Pipe Coating 


No. 24549, Wailes Dove-Hermiston Corporation et al. vs. A. 
& R. et al., a sub-number, Phoenix Utility Co. et al. vs. A. & S. 
et al., and No. 25232, United States Pipe & Foundry Co. vs. A. 
G. S. et al. By Examiner J. J. Williams. Fifth class rates, 
pipe coating (enamel), carloads, prior to April 20, 1931, points 
in Illinois, New Jersey, Pennsylvania, Ohio, Tennessee, Ala- 
bama, Missouri, Oklahoma and Texas to destinations in the 
United States east of and including Arizona, Colorado, Wyo- 
ming, Nebraska, Minnesota and Montana, applicable. Applic- 
able rates not unreasonable in the past but unreasonable for 
the future to the extent they may exceed 25 per cent of the 
present first class rates, minimum 50,000 pounds, in official 
territory. Rates, from, to and between points in southern, 
southwestern and western trunk line territories unreasonable 
for the future to the extent they may exceed 22.5 per cent of 
the present first class rates, minimum 50,000 pounds. 


Potato Reparation 


No. 23016, El Paso Freight Bureau et al. vs. A. T. & S. F. 
et al. By examiner W. A. Disque. Upon further hearing, rep- 
aration proposed to be denied to Greeley Mercantile Co. be- 
cause it was not a formal party to the case and had no stand- 
ing before the Commission to enable the latter to make a find- 
ing in favor of the mercantile company. 


Inedible Tallow 


No. 24550, Marcus-Ruth-Jerome Co. et al. vs. P. & L. EB. 
et al. By Examiner J. Edgar Smith. Dismissal proposed. 
Rates, inedible tallow, Neville Island, Pa., to Chaison and Port 
Arthur, Tex., and to North Baton Rouge, La., not unreasonable. 
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Lumber 


No. 24534, George E. Breece Lumber Co. vs. A. T. & § p 
et al. By Examiner C. Garofalo. Dismissal proposed. Rates 
lumber and forest products, Albuquerque, N. M., to destina. 
tions in central and trunk line territories, applicable, not yp. 
reasonable or otherwise unlawful. 

Bags 

No. 24809, Rea-Patterson Milling Co. vs. M. P. et al, By 
Examiner Harold M. Brown. Dismissal proposed. Less-thap. 
carload rates, clayed cotton and burlap bags, in machine-presgseq 
bales, Nashville and Chattanooga, Tenn., Chickamauga, Ga., anj 
New Orleans, La., to Coffeyville, Kan., not unreasonable o, 
otherwise unlawful. 

Fire Brick 


No. 24452, Atlantic Steel Co. vs. C. & O. et al., and a gyb. 
number, Ohio-Kentucky Associated Industries vs. B. & O. et aj 
By Examiner A. E. Later. Rates, fire brick, points in the 
southern Ohio group and points in the Olive Hill group to At. 
lanta, Ga., unreasonable to the extent they exceed or may ex. 
ceed 18.5 cents from the southern Ohio group and 18 cents 
from the Olive Hill group, to which may be added the emer. 
gency charges authorized in Ex Parte 103. 


China Clay 


No. 24811, Robinson-Ransbottom Pottery Co. vs. Pennsyl- 
vania. By Examiner Henry B. Armes. Dismissal proposed, 
Rate, china clay, Philadelphia, Pa., to Roseville, O., not wu. 
reasonable. 

Rotary Blower 


No. 25088, Buckeye Machine Co. vs. N. Y. C. et al. By 
Examiner Herbert P. Haley. Charges, one rotary blower, in a 
gondola car, Detroit, Mich., to Lima, O., proposed to be found 
to have been imposed on an improper weight. Examiner pro. 
poses that the Commission find that the blower could have 
been loaded in a standard sized box car, in which event a rate 
of 60 cents, actual weight of 2,750 pounds, would have been 
applicable. Instead a rate of 60 cents, based on a minimum of 
4,000 pounds, was applied. Reparation of $7.50 proposed. 


Green Salted Hides 


No. 25109, England, Walton & Co., Inc., vs. Pennsylvania. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, 
green salted hides, Chicago, Ill., to Olean, N. Y., applicable as 
charged. 


Lard Substitutes 

No. 19305, Southern Cotton Oil Co. et al. vs. A. T. & S. F. et 
al. By Examiner William G. Butts. Rates, non-transit ton- 
nage, lard substitutes, carloads, Gretna, La., to points in Texas, 
unreasonable to the extent they exceeded rates based on scale 
No. 1716, or scale 2701 as modified in Meats and Packinghouse 
Products, 136 I. C. C. 651; 156 I. C. C. 299, when rates under 
the latter scale are the higher. The scales mentioned were 
prescribed in prior cases on similar commodities. Reparation 
proposed. 

Cement 


No. 24626, Lone Star Cement Co., Alabama, vs. A. T. & S. F. 
et al. By Examiner W. H. Smith. Rates, cement, Spocari, Ala., 
to points in Missouri, Oklahoma and Texas, unreasonable to 
destinations in scales III and IV territories in Missouri, Okla 
homa and Texas to extent they exceeded scale III and IV rates 
prescribed in Oklahoma Portland Cement Co. vs. D. & R. G. W, 
128 I. C. C. 68, computed on distances over the actual routes 
of movement. The examiner proposed that if in the period of 
movement there were combinations lower than the rates de 
termined under the scales, such combinations might be substi- 
tuted for the rates resulting from the application of the scales. 
Reparation proposed. 


Grape Fruit 


No. 24694, Shreveport Chamber of Commerce on behalf of 
Schuster Wholesale Produce Co. vs. Clyde Steamship Co. et al. 
By Examiner L. B. Dunn. Rate, grape fruit, over a water-rail 
route, New York, N. Y., to Shreveport, La., unreasonable to the 
extent it exceeded $1.84. Reparation proposed. 


F. E. C. PROPOSED ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 9094, Florida East 
Coast Railway Co. proposed abandonment, has recommended 
that the applicant and its receivers be permitted to abandon 4 
branch of the applicant extending from South Jacksonville to 
Mayport, Fla., a distance of about 24 miles. The branch serves 
beach resorts and some relatively small industrial establish 
ments, the heaviest shipper, Standard Oil, Co., making no 0b 
jection to the abandonment. Trucks and busses, the report 
indicates, have taken the branch’s business. 

The president of the Jacksonville Beach Chamber of Com 
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merce, one of the organizations that opposed abandonment, 
suggested that inasmuch as it cost about $1 to operate the aver- 
age automobile between Jacksonville Beach and Jacksonville, a 
campaign of education, backed by proper rates and service, 
might induce automobile owners to ride on the railroad traius, 
which once carried thousands of passengers, in preference to 
their own vehicles. The examiner added that the witness had 
never ridden on a train over the branch. In conclusion the 
examiner said the record clearly indicated that neither the 
present nor prospective traffic over the branch warranted con- 
tinuance of its operation. 


LAKE MICHIGAN CAR FERRIES 


Examiner R. R. Molster, in Finance No. 9109, Grand Trunk- 
Pennsylvania Lake Michigan car ferries; No. 9110, Grand 
Trunk-Pennsylvania Transportation Co. control; No. 9111, Mus- 
kegon Railway & Navigation Co. operation; and No. 9112, 
Grand Trunk Western Railway Co. extension, has recommended 
that the Commission find that the present and future public 
convenience and necessity require extension by the Pennsyl- 
vania of its line by car-ferry across Lake Michigan from Mus- 
kegon, Mich., to Milwaukee, Wis.; operation by the Pennsyl- 
vania under trackage rights over specified tracks of the Grand 
Trunk Western in Muskegon county, Mich., and Milwaukee 
county, Wis.; operation by the Grand Trunk Western under 
trackage rights over specified tracks of the Pennsylvania and 
tracks of the Muskegon Railway & Navigation Co. in Muske- 
gon county, Mich.; operation by the Muskegon Railway & Nav- 
igation Co. under trackage rights over specified tracks of the 
Pennsylvania in Muskegon county, Mich., and operation by the 
Pennsylvania under trackage rights over the Muskegon Railway 
and Navigation Co. in Muskegon county, Mich. 

The examiner said that the Commission should find that 
the acquisition by the Pennsylvania and the Grand Trunk, of 
control, by purchase of the capital stock of the Grand Trunk- 
Pennsylvania Transportation Co. would be in the public in- 
terest. That company was organized by the Pennsylvania and 
the Grand Trunk as their agency for extending their lines 
across Lake Michigan by means of the car ferry. 

Molster recommended that the parts of the applications of 
the Pennsylvania and the Grand Trunk Western for authority 
to extend their lines by car ferry across Lake Michigan from 
Muskegon, Mich., to Manitowoc, Wis., be dismissed without 
prejudice. The companies, themselves, asked that that part of 
their applications be dismissed because they were not ready 
to go forward with that part of their plan calling for extension 
of their lines to Manitowoc at this time. 

The Ann Arbor, the Pere Marquette, and Wisconsin inter- 
ests in the vicinity of Green Bay and Marinette, made objec- 
tions to the Muskegon-Manitowoc route part of the proposal. 
They expressed the belief that Manitowoc had adequate car- 
ferry service. The Pennsylvania and the Grand Trunk, Molster 
said, were not in complete accord on that matter because of 
that opposition. The Pennsylvania desired, he said, to avoid 
at this time, capital expenditures for additional marine equip- 
ment, which later and closer analysis of contemplated traffic 
indicated would be necessary if vessels were operated to both 
west shore points. The Pennsylvania, he said, therefore, had 
reconsidered and at the hearing had moved for leave to with- 
draw that part of its application which was for authority to 
extend its line by car ferry to Manitowoc. Because there were 
not sufficient vessels, the examiner said, to take care of the 
Milwaukee and Manitowoc business of both carriers, the Grand 
Trunk had agreed to temporary withdrawal of this proposal 
and had joined in the motion for dismissal without prejudice. 

: The Grand Trunk, however, said Molster, adhered to its 
original contention that additional service to Manitowoc was 
necessary and still intended to operate to that port later. 

The proposal to establish car-ferry service was in further- 
ance of the Pennsylvania’s desire to establish a through route 
from Ft. Wayne, Ind., to Muskegon and thence by means of 
car-ferries to direct connections with western lines at Mil- 
waukee. This was proposed to be accomplished through use 
by the Pennsylvania jointly with the Grand Trunk of the ves- 
sels now owned by the Grand Trunk-Milwaukee Car Ferry Co., 
known as the old ferry company, and of the Grand Trunk’s 
dock and terminal facilities at Milwaukee and Muskegon; and 
through use by the Pennsylvania and the Grand Trunk jointly 
with the Muskegon Railway & Navigation Co. facilities. 

The considerations urged in support of the various pro- 
Posals were that through use of existing facilities and there- 
fore without substantial additional expenditures for capital 
Purposes, the Pennsylvania would be enabled to improve the 
routing of traffic over its line, utilize lines now in need of 
traffic, reduce rail mileage, make material savings in time, sim- 
plify interchange, and reduce operating costs. In behalf of the 
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Grand Trunk Western it was urged that a large volume of 
local traffic between Muskegon and Milwaukee not now carried 
by the Grand Trunk’s car ferries would provide revenues which 
would substantially reduce the cost of car-ferry operations; 
that joint use of switching facilities in the Muskegon district 
would result in operating economies and improved service, and, 
that through use of the line of the Pennsylvania, the Muskegon 
would be able to connect up its line and to continue to operate 
in commercial service between the car-ferry dock and indus- 
tries on the Muskegon’s lines. 

One of the points raised in connection with the matter was 
that car ferries operating on Lake Michigan, regardless of 
ownership or by whom operated, were subject to the naviga- 
tion laws of the United States, that such laws prohibited for- 
eign owned or controlled vessels from engaging in the domestic 
coastwise trade; that the car ferries in question would consti- 
tute fighting ships within the meaning of section 14 of the 
shipping act of 1916 and that there was nothing in the record 
to justify relief from the provisions of the Panama Canal act. 
That point was made in behalf of the Wisconsin & Michigan 
Transportation Co., a water carrier operating in that territory. 


Administration of the navigation laws and the shipping 
act, Examiner Molster said, was committed to other authorities 
and that the Commission could not undertake to decide ques- 
tions thereunder. In support of that proposition he cited Clai- 
borne-Annapolis Ferry Co. vs. U. S., 76 L. Ed. 586. He said 
that an order under section 5(2) would cure any possible in- 
fringement of the Panama Canal act that might be involved ‘in 
the doing of anything authorized or required by the order. The 
issue here to be decided, he said, was therefore resolved into 
the questions whether such an order would be compatible with 
public interest, and if so, whether the Commission’s authoriza- 
tion should be limited by requirements intended to safeguard 
that interest. He said the Commission’s power to impose such 
conditions was fully established, but the Wisconsin & Michigan 
was not entitled of its own right to have other carriers ex- 
cluded from the territory which it served. He said the conten- 
tion that protection of its service was needed in the public 
interest was not sustained, adding that the W. & M.’s fears 
seemed exaggerated. 


T. & F. S. LEASE 


On condition that that provision in the proposed lease that 
would appear to authorize the removal of general offices and 
shops from Texarkan, Tex., Examiner T. F. Sullivan, in Finance 
No. 9164, Texarkana & Fort Smith Railway Co. control, has 
recommended that the Commission approve the control, by lease, 
of the Texarkana & Fort Smith, of those parts of the property 
of that carrier’ not now controlled by lease by the Kansas City 
Southern, the parent company. The parts of the Texarkana & 
Fort Smith not now controlled by the Kansas City Southern by 
lease are the segments in Texas, having a combined main-line 
and sidetrack mileage of about 99, all but about 18 being main- 
track mileage. 


A paragraph in section 5 of the proposed lease, in terms, 
releases the parent company which owns all the stock «xcept 
directors’ qualifying shares, from any “obligation to maintain 

. any general offices, machine shops or roundhouses of the 
Texarkana company at any particular place or places, regardless 
of present or previous locations thereof; but shall have the right 
to change any existing location of general offices, machine shops 
roundhouses or terminal facilities.” 


Under normal operating conditions, the parent company said 
that the lease would result in an annual saving of $81,626. This 
saving, it was said, would result from removal of Offices and 
shops from Texarkana to Kansas City, Mo., Shreveport, La., and 
Port Arthur, Tex. 


Sullivan said that the separate organization for the Texas 
lines of the Texarkana & Fort Smith was required by the con- 
stitution and laws of Texas. That point was raised by Texas 
authorities who objected to the approval of the lease on account 
of the proposal, in the fifth section, to relieve the Texarkana & 
Fort Smith, of the obligation to maintain shops and offices in 
any particular location. The Texans, Sullivan said, did not offer 
any testimony, confining themselves to argument on brief of 
the law questions raised by them. They were as to whether any 
provision of the interstate commerce law empowered the Com- 
mission to authorize the removal of the general offices of a Texas 
corporation beyond the boundaries of the state; whether it was 
within the legislative power of Congress to deal with the subject; 
whether it was a violation of the commerce clause of the Con- 
stitution for Texas to require that the general officers of a 
Texas railroad corporation should maintain their general Offices 
within the state; and whether such a requirement violated the 
due process clause of the federal Constitution. The Texans con- 
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tended that each of the questions had to be answered in the 
negative. 

Sullivan discussed the questions in the light of decisions, 
especially Missouri Pacific Unification, 166 I. C. C. 154, in which 
the question was as to whether the International-Great Northern 
was required to maintain general offices, machine shops and 
roundhouses at Palestine, Tex. The question was affirmatively 
settled in favor of the Texas contention, which was based not 
only on the constitution and laws of that state but also upon a 
contract between a predecessor of the International-Great North- 
ern and Palestine providing for the maintenance at Palestine of 
offices and terminal facilities. The case went to the Supreme 
Court of the United States. 

After the courts had dealt with the subject the Commission, 
in a supplemental report, 175 I. C. C. 26, Sullivan said, revised its 
report in the Missouri Pacific Unification case so as to show that 
the federal body had no jurisdiction, being limited by the con- 
tract and the Texas law, the constitutionality of which could 
not be determined except by the courts. In this case the point 
was made that there was no contract. Sullivan, however, pointed 
out that the Commission, in its revised report, had referred to 
Texas law as a limitation. Therefore he recommended approval 
of the proposed lease upon conditions that the paragraph in it 
referred to be eliminated. 


FINANCE APPLICATIONS 


Finance No. 9531. Hudson River Connecting Railroad Corporation 
asks authority to issue its promissory note for a face amount not 
exceeding $24,550,100.42, bearing interest at not to exceed 6 per cent, 
and payable not later than one year from date, and from time to time 
to issue notes in renewal. Applicant said it was indebted to the New 
York Central Railroad Co. which owned all its stock to the amount 
of $24,550,100.42, on account of advances for the acquisition and con- 
struction of applicant’s property and facilities. This indebtedness is 
carried on applicant’s books as non-negotiable debts to affiliated com- 
panies and on the Central’s books as advances, and bears interest at 
the rate of 6 per cent per annum. Applicant said the N. Y. C. desired 
presently to assign its claim arising out of said advances as sécurity 
for notes now outstanding or notes to be given in substitution therefor 
and proposed that when the proposed note should be issued to dis- 
charge and fund applicant’s said indebtedness, it should be pledged as 
collateral security for said existing notes, or notes to be substituted 
therefor, in substitution for said claim so to be presently assigned. 

Finance No. 9533. Ernest E. Norris, receiver of Mobile & Ohio 
Railroad Co. asks authority to issue $1,075,099 of receivers’ certificates. 

Finance No. 9530. Chicago Great Western Railroad Co. asks 
authority to issue its note to the Railroad Credit Corporation for 
$710,880, and to pledge as collateral security therefor not to exceed 
$2,133,000, of its first mortgage 50 year 4 per cent gold bonds. 

Finance No. 9529. Boston & Maine Railroad asks authority to 
operate its trains over a line of the Boston & Albany (N. Y. C., 
lessee), Palmer to Barre, Mass., 18 miles, and to abandon operation 
over its own line between the same points, 17 miles. This change in 
operation will permit a reduction in expenses with no reduction in 
service to the public, according to applicant. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9509, authorizing the Lehigh Valley 
Railroad Co. to issue not exceeding $2,000,000 of general consolidated 
mortgage 5 per cent bonds; said bonds to be pledged and repledged 
to and including December 31, 1933, as collateral security for short- 
term notes, approved. 

Report and order in F. D. No. 9417, authorizing the Pere Mar- 
quette Railway Co. to procure the authentication and delivery of 
not exceeding $3,000,000 of first-mortgage 4% per cent gold bonds, 
series C. That part of the application requesting authority to issue 
not exceeding $3,000,000 of promissory notes and to pledge and re- 
pledge not exceeding $9,386,000 of first-mortgage 4% per cent gold 
bonds, series C, dismissed, approved. 

Report and order in F, D. No. 9334, authorizing the Detroit, Toledo 
and Ironton Railroad Co. to procure the authentication and delivery 
of not exceeding $2,000,000 of 5 per cent first and refunding mortgage 
gold bonds, series A, in partial reimbursement of expenditures for 
additions and betterments, approved. . 

Report and order in F. D. No. 9476, authorizing the acquisition 
by the New York Telephone Co. of the properties of the Putman 
Telephone Co., Inc., approved. 

Report and certificate in F. D. No. 9468, permitting the Chicago, 
Burlington & Quincy Railroad Co to abandon part of a branch line 
of railroad in Ogle county, Ill., approved. 

Report and order in F. D. No. 9464, authorizing the Carolina and 
Northeastern Railway Co to issue not exceeding $3,600 of capital 
stock, consisting of 360 shares of the par value of F10 each, 365 shares 
to be delivered to Herman O. Carlton as consideration for the pur- 
chase of properties, and the remaining five shares to be sold at not 
less than par and the proceeds used for working capital, approved. 


TENTATIVE VALUATIONS 


Valuation No. 1088, Mississippi & Skuna Valley Railroad 
Co. By division 1. Tentative valuation as of December 31, 
1928. Value of property owned and used found to have been 
$290,000 and of property used but not owned, leased from the 
Illinois Central, $105,000. 

Valuation No. 1083, Savannah River Terminal Co. Tenta- 
tive valuation of the property of the carrier, owned and used, 
$55,000, and used but not owned, $433, as of December 31, 1928. 

Valuation No. 1084, Mississippi & Western Railroad Co. 
Tentative valuation of the property of the carrier, owned and 
roy $80,000; used but not owned, $21,000, as of December 31, 

Valuation No. 1086, tentative valuation report on the prop- 
erty of the Los Angeles Junction Railway Co., as of December 
31, 1927. By division 1. Final value for rate-making purposes, 
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owned and used property, $82,000; used but not owned, leased 
from Central Manufacturing District, Inc., $2,315,000; total used, 
$2,397,000. 

Valuation No. 1085, tentative valuation report on the prop. 
erty of Sabine & Neches Valley Railway Co., as of December 
31, 1927. By division 1. Final value for rate-making purposes, 
owned and used property, $95,000; used but not owned, leased 
from Orange & Northwestern Railroad Co., $13,800; from Tex. 
arkana & Fort Smith Railway Co., $13,000, and from Sabine 
Tram and Lumber Co., $600; total used but not owned, $27,400; 
total used property, $122,400. 


PULLMAN COMPANY VALUATION 


The Pullman Company has filed a protest with the Con. 
mission against the tentative valuation of its properties as of 
December 31, 1931, as set forth in The Traffic World of June 18, 
p. 1288. Total owned property was valued at $174,822,456 and 
total used property, $174,261,251. Among other things the 
company, in its protest, said the single-sum value ascertained 
by the Commission should include $40,000,000 for other values 
and elements of value, including going concern value. 


D. L. & W. VALUATION 


In Valuation No. 900 et al., Delaware, Lackwanna & West- 
ern Railroad Co. et al., 39 Val. Rep. 1-346, the Commission, by 
division 1, has found, as of June 30, 1918, final values for rate 
making purposes of the properties constituting the system of 
the D. L. & W., owned or used for common carrier purposes, as 
follows: Delaware, Lackawanna & Western Railroad (Co., 
owned and used, $100,600,000; owned but not used, $2,231,743, 
and used but not owned $142,255,096. Harlem Transfer Co, 
owned and used, $972,000. Lackawanna & “Montrose Railroad 
Co., owned and used, $208,000, owned but not used, $459 and 
used but not owned, $6,900. Sussex Railroad Co., owned and 
used, $1,085,000, and used but not owned, $7,700. 


UNION PACIFIC UNIFICATION 


The Trafic World Washington Bureau 


Testimony in support of the plan-of the Union Pacific for 
unification of its accounting work was given on July 20 ina 
hearing by Examiner Thomas F. Sullivan in Finance No. 9422, 
the application of the Union Pacific for acquisition of its sub- 
sidiaries by lease. The subsidiaries to be taken over under 
year to year leases terminable on three months’ notice are the 
Oregon Short Line, the Oregon-Washington Railroad & Navi- 
gation Co., the Los Angeles & Salt Lake and the St. Joseph & 
Grand Island. 

C. R. Gray, president of the Union Pacific, said that the 
properties had been operated as a unit for a number of years. 
No change, he said, would result from a grant by the Commis- 
sion of the company’s application except in accounting. For 
that reason he said it had not been regarded as necessary or 
desirable, at this time, to consider the acquisition of any of 
the sixteen short lines in the territory served by the Union 
Pacific lines which had been allotted to the Union Pacific in 
the Commission plan for complete consolidation of railroads. 
The proposed leases, Mr. Gray said, would cause no changes 
in methods of operation, service or routes. 

A saving of $600,000 a year in accounting expenses, it was 
estimated, would result from the proposed leasing. For one 
thing it was pointed out there would have to be but one re 
port instead of five to the various regulating commissions. 
F. W. Charske, vice-chairman of the executive committee, said 
that he did not regard the plan as a step toward more complete 
unification later. He pointed out that leases from year to year, 
such as proposed, would not be a satisfactory basis for system 
financing. Had a lease for 999 years been proposed, he said, 
it would have been on different terms. 

C. E. Bissonnet, general auditor of the Union Pacific, said 
that under the present system there was a large amount of 
accounting required to keep the books of five separate com- 
panies and make monthly settlements among them. That work, 
he said, was done at five separate headquarters at Los Angeles, 
Salt Lake City, Pocatello, Portland and Omaha. They could 
all be consolidated at Omaha, he said, with a considerable sav- 
ing in rents and personnel. The proposed unification of ac 
counting forces, he said, would affect between 600 and 700 
employes and supervisory officers. He said that that force 
would be utilized to the fullest extent possible in filling addi- 
tional positions that would be required at Omaha. His esti- 
mate was that about 60 per cent of the number of persons 
affected would be retained. 

R. L. Sifford, president of the Laramie, North Park & 
Western, a short line 111 miles long, connecting with the Union 
Pacific, submitted testimony intended to show the importance 
of that line to the territory served. He said it should be 
acquired by the Union Pacific. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Kansas City Court of Appeals, Missouri)—-Whether injuries 
during transportation to horses and mules delivered to carrier 
in sound condition and received at destination in damaged con- 
dition were due to carrier’s negligence held for jury. (Jones 
vs. St. Louis-San Francisco Ry. Co., 50 S. W. Rep. (2nd) 217). 

In suit for damages to horses and mules during transporta- 
tion, account of sales shown to have been correct held admis- 
sible to show number of animals damaged.—Ibid. 

Evidence in suit for damages to live stock during transporta- 
tion, to effect that 25 or 30 animals were injured, held admissible, 
though indefinite.—Ibid. 

Instruction to find for shipper if live stock was delivered to 
carrier in good condition and delivered at destination in dam- 
aged condition held erroneous. 

Such instruction was erroneous, because it purported to 
cover the entire case, and directed a verdict for the shipper 
without requiring a finding that the damage to the animals, if 
any, was not due to their inherent vicious nature and propen- 
sities, which was the cause of the injuries under carrier’s 
theory.—Ibid. 

Carrier is not liable for injuries during transportation aris- 
ing from vicious propensities of live stock being shipped.—Ibid. 

Regardless of where burden of proof falls, it is reversible 
error for instruction to ignore issues.—Ibid. 

Party securing instruction to its liking on burden of proof 
could not complain of instruction on same subject by opposing 
party.—Ibid. 

Measure of damage for injuries to live stock is difference 
between value at destination in damaged state and what value 
would have been, if uninjured.—Ibid. 





Shi 3 e °@ 
pping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(District Court of Appeal, First District, Division 1, Cali- 
fornia). Denial of allegations of complaint upon “no knowledge 
or information sufficient to form a belief,” being insufficient, 
admitted allegations (Code Civ. Proc. Sec. 437, subd. 2). (Trans- 
marine Corporation vs. R. ‘W. Kinney Co., Inc., 11 Pac. Rep. 
(2nd) 877). 

Under bills of lading providing that freight, although col- 
lectible at destination, was payable ship lost or not, carrier could 
recover freight without excusing nondelivery of cargo.—Ibid. 

Covenants in bills of lading, one requiring that shipper may 
freight, and the other that carrier compensate for lost cargo, 
are independent.—Ibid. 

In action for freight under bills of lading, exempting carrier 
for specified losses, carrier need not allege or prove nondelivery 
resulted from exempted cause.—Ibid. 

In action for freight under bills of lading exempting carrier 
for specified losses, whether loss resulted from nonexempted 
eg held not in issue, defendant’s answer not raising it.— 

In action for freight under bills of lading exempting car- 

rier for specified losses, shipper should present issue respect- 
ing cause of loss by answer or counterclaim (Code Civ. Proc. 
Sec. 437, subd. 2).—Ibid. 
; In action for freight under bills of lading exempting car- 
rier for specified losses, shipper, if presenting issue, respecting 
Cause of losses, has burden of proving it (Code Civ. Proc. Sec. 
437, subd. 2).—Ibid. 

In action for freight under bills of lading exempting carrier 
for specified losses, record in limitation of shipowner’s liability 
Proceeding exonerating carrier proved loss not resulting from 
cause imposing liability on carrier.—Ibid. 

Limitation of shipowner’s liability decree exonerating car- 
tier, being in rem, bound shipper sued for freight.—Ibid. 
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In action for freight under bills of lading, record in limita- 
tion of shipowner’s liability proceeding held admissible respect- 
ing. cause of loss. 

Record was admissible, since a former adjudication may be 
used either as conclusive evidence of some fact or issue com- 
mon to different causes of action or as a complete bar to reliti- 
gation of same cause of action.—Ibid. 

Decree in limitation of shipowner’s liability proceeding held 
“final decree” and conclusive in action for freight charges, where 
appeal from decree was dismissed by parties’ stipulation.—Ibid. 

Shipper sued for freight held not entitled to complain of 
admission of evidence relating to limitation of liability proceed- 
ing offered by it, notwithstanding protest.—Ibid. 

Ostensible agency between shipper and company making 
shipping arrangements held established by prior making of 
identical shipping arrangements through same company (Civ. 
Code, Sec. 2300).—Ibid. 

Ratification of agency of company making shipping arrange- 
ments between shipper and carrier held established by shipper’s 
using bills of lading naming it as consignee (Civ. Code, Sec. 
2307).—Ibid. 

Respecting limitation of actions founded on bills of lading, 
parties’ liabilities held fixed at signing and issuance, notwith- 
standing prior delivery of goods and shipper’s not signing bills 
(Code Civ. Proc. Sec. 337, subd. 1).—Ibid. 

Three-year limitation in interstate commerce act held in- 
applicable, where water carrier sued shipper for freight, not- 
withstanding total claim was partly inland and partly ocean 
freight (Interstate Commerce Act, Secs. 1, 16(3) (a), as amended 
49 U. S. C. A. Sec. 16 (3) (a).—Ibid. 

Water carrier held not subject to Interstate Commerce Act, 
since not acting with rail carrier under common control, man- 
agement, or arrangement for continuous shipment (Interstate 
Commerce Act Sec. 1 (49 U. S. C. A. Sec. 1)).—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Appellate Court of Indiana, in Banc.) Public Service Com- 
mission had authority to determine whether intrastate rate was 
unjust and discriminatory and fix just and reasonable rate 
(Burns’ Ann. St. 1926, Secs. 12819, 12820). (G. Ittenbach Co. 
vs. Cleveland, C. C. & St. L. Ry. Co., 181 N. E. Rep. 382.) 

Order of Public Service Commission fixing intrastate rates, 
unless challenged as provided by statute, became final after 
30 days (Burns’ Ann. St. 1926, Secs. 12819, 12820).—Ibid. 

Neither Public Service Commission nor court can disregard 
statutory provisions and extend time for filing petition for 
rehearing in respect to order fixing rate (Burns’ Ann. St. 1926, 
Secs. 12819, 12820).—Ibid. 

Order of Public Service Commission lowering intrastate 
rate without petition for rehearing within 20 days became effec- 
tive 30 days thereafter and until changed by subsequent order 
(Burns’ Ann, St. 1925, Secs. 12819, 12820).—Ibid. 





(Supreme Court of Kansas.) Court cannot set aside orders 
of Public Service Commission where based on substantial evi- 
dence and other matters shown by record (Rev. St. Supp. 1931, 
66—118b, 66—118c). (Southern Kansas State Lines Co. vs. 
Public Service Commission et al., 11 Pac. Rep. (2nd) 985). 

Order of Public Service Commission granting certificate 
of convenience and necessity for operation of truck line held 
sustained by evidence.—Ibid. 





(Supreme Court of Kansas.) Statute providing for issuance 
of reparation certificates held not void as conferring judicial 
power on public service commission (laws 1929, c. 223; Const. 
art. 3, Sec. 1). (State ex rel. Boynton, Atty. Gen. et al. vs. 
Public Service Commission of Kansas et al., 11 Pac. Rep. (2nd) 
999.) 

Provision for filing complaint for reparation certificate 
within three years after payment of unreasonable rate held 
valid as to shipper’s contracts in future, but void in retroactive 
aspect as impairing obligation of contract (Laws 1929, c. 223, 
Sec. 3; Const. U. S. art. 1, Sec. 10).—Ibid. 

Statutory provision for issuance of reparation certificates 
for unreasonable charges exacted by carriers within six years 
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previous held void as impairing obligation of contract (Laws 
1929, c. 223, Sec. 4; Const. U. S. art. 1, Sec. 10).—Ibid. 

Invalidity of provision authorizing issuance of reparation 
certificates covering past charges by carriers held not to in- 
validate entire act (Laws 1929, c. 223, Secs. 4, 6).—Ibid. 

Public service commission’s rates established after hearing, 
until altered or set aside, have potency of statutory rates (Laws 
1929, c. 223).—Ibid. 

Reparation certificates may be issued to shippers cover- 
ing discriminatory rates approved without hearing and exacted 
since statute became effective (Laws 1929, c. 223).—Ibid. 





(Supreme Court of Tennessee.) One questioning constitu- 
tionality of statute must show himself adversely affected by 
alleged arbitrary classification to invoke judicial ruling thereon. 
(East Tennessee & Western North Carolina Motor Transp. Co. 
vs. Carden et al., 50 S. W. Rep. (2nd) 230.) 

Where decree only enjoined defendants from prosecution of 
business as common carriers court could not determine consti- 
tutionality of statute on ground that it denied due process to 
private carriers (Code 1932, Sec. 5471 et seq.; Const. Tenn. art. 
1, Sec. 8, and art. 11, Sec. 8; Const. U. S. Amend 14).—Ibid. 

Statute regulating use of highways by carriers and exempt- 
ing those carrying perishable farm products or live stock to 
market in case of emergency held not unconstitutional for 
arbitrary discrimination (Code 1932, Sec. 5477).—Ibid. 

One assailing statutory classification as arbitrary must show 
it does not rest on any reasonable basis.—Ibid. 

Exemption in statute regulating use of public highway by 
carriers in favor of persons transporting milk and milk prod- 
ucts from producers to purchasers held not to adversely dis- 
criminate against carriers of persons (Code 1932, Sec. 5476). 
—Ibid. 

Chancellor, pursuant to order retaining jurisdiction to com- 
pel obedience to injunction restraining defendants from operat- 
ing as common carrier, could properly entertain petition for ap- 
proval of plan of conducting defendants’ business in manner 
not to violate injunction or statute (Code 1932, Sec. 5471 et seq.). 





(Supreme Court of Tennessee.) Automobile transfer com- 
pany could be subjected to privilege tax only in county in 
which company had situs (Pub. Acts 1927, c. 89, Sec. 2; p. 292, 
Sec. 4). 

Pub. Acts 1927, c. 89, Sec. 2, and page 292, Sec. 4, provides 
in part that each county and municipality in this state is hereby 
authorized and empowered to levy a privilege tax on * * * any 
person, firm, or corporation engaged in transfer business. (John- 
son Transfer & Freight Line, Inc., vs. Marion County et al., 50 
S. W. Rep. (2nd) 229). 

Automobile transfer company doing practically nothing in 
county except to run its trucks through county held not to 
have situs for privilege taxation in such county (Pub. Acts 1927, 
c. 89, Sec. 2; p. 292, Sec. 4).—Ibid. 





(Court of Criminal Appeals of Texas.) Exceptions in 
statute prescribing maximum length for motor vehicles operated 
on public highway held strictly construable (Vernon’s Ann. P. C. 
art. 827a, Sec. 3 (a, c). 

Under Vernon’s Ann, P. C. art. 827a, Sec. 3 (a, c) no motor 
vehicle, trailer, or semitrailer exceeding length of 35 feet, and 
no combination of such vehicles, coupled together, exceeding 
45 feet in length, could be operated on public highway, except 
that such limitation as to size should not apply to implements 
of husbandry, ete. (Reaves vs. State, 50 S. W. Rep. (2nd) 286.) 

Motortruck and trailer engaged in transportation of farm 
produce held not “implement of husbandry” within exception 
of statute prescribing maximum length for motor vehicle 
operated on highway (Vernon’s Ann, P, C, art. 827a, Sec. 3 
(a, c)).—Ibid. 


INDICTMENT UNDER SECTION 10 


The Commission has been advised that The E. Kahn’s 
Sons Co., of Cincinnati, Ohio, has entered a plea of guilty to 
an indictment charging it with violations of section 10(3) of 
the interstate commerce act, and that a fine of $250 a count, 
aggregating $2,500, was imposed. 

The facts in this matter were presented by Attorney H. L. 
Main, of the Commission’s Bureau of Inquiry, to a federal grand 
jury for the southern district of Ohio at Cincinnati, on July 7, 
1932. The indictment, in 10 counts charging defendant with 
false billing in connection with shipments of oleomargarine 
from Cincinnati to Atlanta, Ga., was returned on July 8. 


THEFTS FROM INTERSTATE COMMERCE 


“A report was received by agents of the Bureau of Investi- 
gation, Department of Justice, from the police authorities at 
Chicago that there was being held one George Adam Welte 
and one Harry E. Thompson, who were alleged to have con- 
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fessed to a large number of thefts from interstate commerce 
says the Department of Justice. “A special agent interviewed 
Welte and secured from him a sworn statement. This statement 
showed that a half dozen persons, all operating under various 
aliases, had engaged in wholesale thefts of goods from freight 
cars, including clothing and other commodities, to the value of 
several hundred dollars. These commodities were being shipped 
in interstate commerce, and it was disclosed that most of the 
commodities had been sold by Sam Ginsberg to John Sovetsky 
of Chicago to Max Saxe, a clothing dealer in Ashland, Wiscop. 
sin. During the course of the investigation of the operation of 
the buyers of these stolen commodities it was brought out that 
12 persons had been engaged in the theft of goods from freight 
cars. George Welte was arraigned and entered a plea of guilty 
in the federal court at Freeport, Ill., and his sentence was de. 
ferred pending action as to the other persons participating in 
the thefts. These trials are set for the October term of court 
at Freport, Ill. Clothing to the value of $2,150 was recovered.” 


EXCESS INCOME REPORTS 

Finance No. 4154, The Sandy Valley & Elkhorn Railway (Co, 
excess income. Tentative determination by Commission, di. 
vision 1, that carrier has recapturable excess net railway oper- 
ating income of $704,637.68 applicable to the last four months of 
1920 and the years 1921, 1922 and 1923, and the first six months 
of 1925, based on values ranging from $5,775,000 to $6,850,000, 
Salary payments tentatively found to be disproportionate and 
unreasonable and net railway operating income increased in 
the following amounts by reason thereof: 1923, $12,603; 1924, 
$61,963.62; 1925, first six months, $32,560. 

Finance No. 3631, Belt Railway Co. of Chicago, excess in- 
come. Tentative determination by the Commission, division 1, 
that carrier has recapturable excess net railway operating in- 
come of $1,977,347.36 attributable to the years 1921 to 1927, 
inclusive, based on values ranging from $25,225,000 to 
$31,525,000. 4 

Finance No. 3810, Louisiana & Arkansas Railway Co. ex- 
cess income. Tentative determination by the Commission, divi- 
sion 1, that carrier has recapturable excess net railway operat- 
ing income of $400,405.59, attributable to the years 1922 to 1926 
inclusive, based on values ranging from $10,775,000 to 
$11,925,000. 


LOANS TO RAILROADS 


Ernest E. Norris, receiver of the Mobile & Ohio, has applied 
to the Commission for approval of a loan of $1,070,599 from 
the Reconstruction Finance Corporation to enable him to meet 
taxes, an operating deficit, and equipment trust obligations. 
Receiver’s certificates are offered as security for the loan. The 
Mobile & Ohio received approval of a loan of $1,000,000 a short 
time before the receivership, but, according to a statement by 
Fairfax Harrison, president of the road, it could not meet the 
security requirement of the Commission, which was _ that 
$3,000,000 of securities should be deposited. The company with- 
drew its application for a loan. The withdrawal, it was later 
explained, was on account of the inability of the company to 
deposit the required security. 

The Commission, by division 4, in a second supplemental 
report in Finance No. 9152, New York, Chicago & St. Louis 
Railroad Co. reconstruction loan, upon further showing respect- 
ing the collateral security for the supplemental loan of $700,000 
from the Reconstruction Finance Corporation approved July 13, 
has amended the certificate it then issued so as to permit the 
applicant to withdraw from the Reconstruction Finance Cor- 
poration the 15,000 shares of Detroit & Toledo Shore Line 
stock pledged as security for the $700,000. This amendment 
is made because the Railroad Credit Corporation is ready to 
make a loan of $2,600,000 to the applicant in accordance with 
the plan approved by it before the applicant obtained a loan 
of $9,300,000 from the Reconstruction Finance Corporation. The 
$2,600,000 which the Railroad Credit Corporation is to furnish 
is to be used in reimbursing the Reconstruction Finance Cor- 
portation. The Commission now finds that the further loan of 
$700,000 together with the previous loan of $9,300,000 when 
reduced to $6,700,000 by the loan from the Railroad Credit Cor- 
poration, will be adequately secured by the pledge, pari passu, 
for both of the loans, of the collateral now held by the Recon- 
struction Finance Corporation. The 15,000 shares of Detroit 
& Toledo Shore Line stock will be pledged for the loan from 
the Railroad Credit Corporation. 


RAILROAD WAREHOUSE PRACTICES 
The Commission has announced that further hearing in Ex 
Parte No. 104, part 6, warehousing and storage of property by 
carriers at the Port of New York, N. Y., will be held in Wash- 
ington, D. C., August 22, before Director Bartel and Examiner 
Cheseldine. 
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July 23, 1932 


SIXTH SECTION ACTIVITY 


The Trafic World Washington Bureau 


Advocacy of a change in the law to permit carriers to make 
tariff changes on short notice without being subjected to all 
the delay inherent in the requirements under the sixth section 
of the interstate commerce act has directed attention to the 
status of this phase of regulation by the Commission. 

Inquiry reveals that, as compared with a few years ago, 
the number of applications of carriers seeking special permis- 
sion under the sixth section to establish rates or fares on less 
than statutory notice or waiver of Commission tariff publishing 
rules, has doubled. 

Before forces came into play that compelled the iron horse 
to limber up a bit and meet, for example, competition of motor 
vehicles operating on highways, sixth section applications filed 
with the Commission averaged about five hundred a month. 
Now they are running around a thousand a month. Economic 
conditions have intensified competition among the railroads 
themselves and between railroads and highway, waterway, and 
pipe line carriers, and this competition is reflected, it is pointed 
out, in part, at least, in the increase in the number of applica- 
tions of the rail lines for authority to make quick tariff changes. 

In the year ended October 31, 1926, sixth section applica- 
tions totaled 5,216. Four thousand three hundred and twelve 
were granted, 575 were denied, and the others were disposed 
of otherwise. In the last full year for which the figures are 
available, ending October 31, 1931, the applications totaled 8,287. 
Specific orders were entered granting 7,091 of them, while 767 
were denied. The remainder were disposed of otherwise. 

Up to last March and since the preceding October the 
number of applications has averaged about 800 a month. In 
March, however, they jumped to 1,045. The following month 
the number was 1,010. In May the total was 1,102 and in June, 
1,094. 

Denials of sixth section applications by the Commission 
average about 10 per cent of the total. Most of the applica- 
tions granted by the Commission are permitted to become ef- 
fective on ten days’ notice. In a number of cases changes are 
permitted on notice of half that time. Errors usually may be 
corrected on one day’s notice. 


Due to the substantial increase in the number of applica- 
tions now being filed, the average period of time that elapses 
between receipt and action by the Commission is six or seven 
days. Plans are under way to cut down the time now required 
for disposing of applications. In the days of “normalcy,” ap- 
plications were disposed of in from two to three days. In the 
great majority of cases carriers are advised by telegram of 
the Commission’s action. Under existing conditions, generally 
speaking, a period of from eleven to sixteen days must elapse, 
in addition to the time taken up for transmission of applica- 
tions from the carriers to the Commission, before changes may 
be made effective. Considerable time, of course, is taken up in 
the preparation of material by the carriers in an effort to com- 
ply with the Commission’s rules. 


_Some of the delay, it is said, is due to the fact that appli- 
cations are filed for sixth section relief without observance 
of the requirement of the Commission for a showing that the 
rates or other changes proposed, if made, would not be in 
conflict with the fourth section of the interstate commerce 
act and that competing railroads had been fully advised as 
to what was proposed to the end that, if they thought there 
was a disregard of the rule against undue prejudice, they 
might present their views to the Commission in opposition 
to the application. The requirement that competitors be ad- 
vised as to what is proposed, it is pointed out, was put into 
the rules governing applicants so as to prevent one railroad 
“putting over” something on its competitors that would be in 
Violation of the act. 


While many of the applications seek permission to reduce 
rates on short notice, a substantial portion of them relate 
to waiver of rules about quantity of supplemental matter to 
be added to tariffs. One estimate is that probably from 25 
to 30 per cent of the applications have to do with waiver 
of rules. Many of them also involve mere correction of errors. 
‘ Sixth section requirements, as is indicated by the statis- 
tics, impose a substantial volume of work on the railroads and 
the Commission, and interfere with speedy action by the car- 
riers in making tariff changes. 


In view of the fact that approximately only 10 per cent 
of the carriers’ sixth section proposals are rejected by the 
Commission, it is suggested that a change in law be made 
that would give the carriers much greater freedom and would 
not work in any substantial degree against the public interest 
that the present law was designed to protect. 

The main argument against permitting the carriers to 
have the utmost freedom in the making of changes, particu- 
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larly reductions in rates, is that such freedom would afford 
opportunity for favoritism. A carrier, it is asserted, yielding 
to the persuasions of a shipper, could make rates that would 
be unduly disadvantageous to a shipper from the same point 
who, however, would have to depend on another rail carrier. 
Another argument against greater freedom in the making of 
changes is that it would deprive interested shippers of the 
privilege given them by other parts of the law to protest and 
ask for the suspension of the proposed changes in rates, prac- 
tices, or services. 

A change in the statute permitting the carriers to file re- 
ductions in rates on not less than ten days’ notice might, it is 
suggested, help them considerably in meeting competition. It is 
estimated that, if such a change were made, there would be 
a reduction of approximately 50 per cent in the number of appli- 
cations filed by carriers under the sixth section. When the 
thirty days’ notice requirement was written into the law, it is 
pointed out, there was no such widespread use of the telegraph 
and telephone as now and air mail had not been thought of 
except, perhaps, as a remote possibility. From that viewpoint, 
a reduction in the thirty days’ notice to ten days would be in 
line with the speeding up of business in all its phases. 


QUICK RAIL RATE CHANGES 


Editor The Traffic World: 

I have just read the editorial in the July 16 issue headed, 
“Quick Rail Rate Changes.” 

In this article you, apparently, fight the battles of the rail- 
roads and attempt to justify their slowness to action by reason 
of the fact that they are subject to orders from the Commis- 
sion. In many cases the Commission is at fault, after the mat- 
ter reaches the Commission, but the fault lies with the carriers 
who are unable to solve their own troubles and let the matter 
fall in the Commission’s hands. As an example let me cite you 
to the following: 

The general freight agent of a C. F. A. line finds it to his 
line’s advantage to make certain rate changes affecting a com- 
modity moving between points on his own line. Instead of act- 
ing independently he files a proposal with the Chicago commit- 
tee, where it is subject to the usual delays. After various dis- 
cussions, the proposal is voted down by lines having no direct 
interest in the matter. 

The matter may then be appealed to the traffic executives’ 
committee. It may again be turned down, but, if approved, there 
is the usual delay in publishing the rate. After the rate is pub- 
lished, this shipper’s competitor, probably encouraged by some 
railroad representative, petitions the Commission for suspension. 
Not until then is the regulatory body chargeable with any of 
the delay. The time consumed after that may be chargeable to 
the Commission, but the point I want to make is that the rail- 
roads should adjust these matters in a business-like manner and 
prevent them reaching the commissions. 

A simple rate matter often takes a year or more to reach a 
final adjustment—longer, if it reaches the Commission. It should 
not be that way. Many times conditions change so that, by the 
time the rate is finally settled, he shipper is no longer interested. 
Sometimes he has made a deal with some trucking line, or, as 
in a case I have in mind, the shipper bought trucks to handle 
the traffic and when the carrier advised him the rate was set- 
tled, told the carrier he was no longer interested. 

The shipper, in meeting competition, must act quickly. The 
carriers now find they have competition in trucks and barge 
lines. It appears to me they, too, must learn to act quickly. 

Cannelton Sewer Pipe Company, 
Herbert Webb, Traffic Manager. 
Cannelton, Ind., July 19, 1932. 





We realize, of course, that there are many causes of delay other 
than those dealt with in the editorial in question, and that the rail- 
roads are themselves responsible for some of them. We were dealing 
with only one phase of the situation and endeavoring to be helpful 
in that direction, both to the railroads and to the shippers. But 
always, when a reform is suggested, something else as bad or worse 
is pointed to as a reason why the suggestion is not good.—Editor 
The Traffic World. 





Editor The Traffic World: 

I have just concluded reading a very interesting editorial 
in The Traffic World of July 16 under the heading, “Quick Rail 
Rate Changes.” This article is very timely and we sincerely 
hope that something will come of it. More power to you. 

National Enameling & Stamping Co., Inc. 
National Enameling & Stamping Co., Inc. 
Milwaukee, Wis., July 19, 1932. 





Editor The Traffic World: 


I have read carefully your editorial in the July 16 issue 
and, believing that you are entirely sincere in your closing 
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sentence, “Let’s get down to brass tacks,” I take the liberty 
of addressing you on this subject. 

I am very sympathetic with the purpose you have in view, 
and believe that it will be absolutely necessary to make some 
revision in the present law, relieving carriers of some of the 
regulations with which they are now “hog tied,’ or similarly 
regulating their competitors. 

However, I want to bring to your attention some of the 
problems which we have to consider in proposing such changes 
in regulation. 

The most unjust competition which the rail carriers have 
to meet at present is the competition of inland waterways 
which is fostered, encouraged, and sustained wholly by the gov- 
ernment itself, without any facts or figures which will bear 
analysis to justify the fallacious conclusion that such waterway 
transportation is cheaper than rail transportation. 

But the keenest competition at the present time is that 
received from motor trucks, which may be said to be partially 
sustained by the government, in that the trucks are furnished 
with a road-way for which they pay nothing in advance and on 
which they do not assume the upkeep or pay any ad valorem 
taxes. 

In our particular business, truck competition has been ex- 
tremely active in the hauling of cottonseed to the oil mills 
and the railroads have been very anxious to figure out a way 
to get this cotton seed traffic on the rail lines, though there 
was never a time when country oil mills did not receive a con- 
siderable amount of cotton seed by wagon, without the assist- 
ance of the railroads, and though, even now, the average truck 
haul on cotton seed is less than 50 miles, when some of the 
rail carriers attempt to meet this truck competition, which is 
certainly not effective beyond 150 miles, they try to do it by 
making a percentage reduction in the freight schedule for dis- 
tances up to say—500 miles. 

A proposal of this kind has the effect of making a reduc- 
tion of say—$1 a ton in the freight rate for a haul of 50 miles, 
where the truck competition is the most keen, and about $2.90 
at 500 miles, where there is no truck competition at all, thus 
giving the oil mill which is so located as to be able to buy 
cotton seed 500 miles away from home a preference of $1.90 a 
ton over the mill, which can only purchase 50 miles away. 

Now, it is our thought that the right to meet truck com- 
petition should obtain only where there is actual parallel truck 
competition and should not go to the extent of permitting rail 
carriers to upset commercial conditions existing where there 
is no parallel truck competition. 

To concede a rail carrier the right to make a reduction of 
its rate for 500 miles, where there is no actual truck competi- 
tion, in order to enable a mill to buy seed away from another 
mill or a number of other mills where there is actual truck 
competition for, say, 20, 40 or 60 miles, sometimes in an oppo- 
site direction, and, perhaps, across country to a point on an 
entirely different railroad, would be no more logical than to 
concede it the untrammeled privilege of making whatever rate 
might be necessary to take the raw product out of a mill town 
itself for the sole purpose of putting it on the rails, and secur- 
ing the revenue therefrom. 

Before the railroads can expect shippers to endorse a 
change in the present law to give them the right to meet truck 
competition, without any red tape whatever, they will have to 
concede the fact that the truck competition which they expect 
to meet is actual, parallel truck competition only, and I believe 
they will have further to concede the fact that reductions in 
rates will have to be made on a horizontal basis of so many 
cents a hundred pounds, and not on a percentage basis, so as 
to preserve, as far as possible, former transportation relation- 
ships, because it is quite obvious that, if increases were in 
order, vigorous opposition to any such increases as 25 per cent, 
334% per cent or 50 per cent in a mileage scale of rates would 
be encountered from the long haul shippers. 

I am setting forth the difficulty which I meet in our own 
industry, as I assume that many other industries, if not, indeed, 
most commercial enterprises, would be affected in much the 
same way. 

Now, “getting down to brass tacks,” what would you sug- 
gest as a remedy for a situation such as I have presented? 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., July 20, 1932. 
(Continued on page 166) 


QUOTING TARIFF REFERENCES 


Editor The Traffic World: 

We find traffic managers of commercial concerns—also rail- 
road rate quotation clerks—agree that, when wiring rate infor- 
mation and giving tariff reference, it is much better to quote pub- 
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lishing agent’s serial number instead of the I. C. C. number. It 
not only enables party to locate tariff readily but it reduces the 
number of words in a telegram; for instance: 


Speiden’s ten (two words). 
Speiden’s I. C. C. fifteen naught four (6 words). 


Where an I. C. C. number only is quoted it is considerable 
trouble to locate the publication, but where agent’s serial num. 
ber is quoted, tariff can be readily located in the tariff file, } 
seems that only where the tariff reference is to be used in some 
legal proceeding does the I. C. C. reference serve any particular 
useful purpose; anyway, when the tariff is located the I. C. ¢ 
reference is immediately available. 

The custom of quoting I. C. C. reference instead of publish. 
ing agent’s serial number seems to be very general and, if yoy 
think there is any merit in the suggestion, a little publicity 
would help. In mail communications, of course, both references 
can easily be quoted. 

J. B. Martin, 
G. C. and S. F. Ry. Co. 

Ft. Worth, Tex., July 16, 1932. 


MEETING TRUCK COMPETITION 
Editor The Traffic World: 


In your July 16 issue Mr. W. H. Chandler replies to my 
article in the June 18 issue on the railroad and motor truck 
problems. I note that he states that there are too many the- 
orists exploiting their views for the benefit of shippers, rail- 
roads, and truckmen and that the views of some practical 
railroad men ought to be had. 


Of course, Mr. Chandler had no way of knowing that the 
writer was a practical railroad man of fifteen years’ experience 
working in close connection with every department or that he 
was thoroughly familiar with the actual operation of every 
branch of railroad activities. Neither did he know that the 
article was based, not on theory, but on outstanding facts col- 
lected from years of careful study while the writer was actually 
engaged in railroad work, industrial traffic work, and govern- 
ment survey work. 


By reading the article itself and not knowing the writer, 
it is not to be expected that anyone would know how the facts 
were arrived at. I resigned from railroad service to accept a 
position in the traffic department of a large manufacturing 
concern for the purpose of studying the shippers’ problems 
and, after having been placed in charge of the traffic depart- 
ment of a new modern branch plant shipping 35 cars of pack- 
age freight a day to all parts of the country on transit rates, I 
gained the information I wanted from the manufacturer’s sys- 
tem of plant operation and distribution. 


I then accepted an appointment with the U. S. Department 
of Commerce as a business specialist assisting in conducting 
an economic survey on an inland waterway project, traveling 
in fifteen states and calling on the large industrial firms and 
the chambers of commerce in many of the principal cities. 
That experience enabled me to get the views on all transpor- 
tation matters from every class of shipper. 


It is true that but few shippers operate 24 hours a day, 
but it is the view, and a logical one, that in large cities where 
free pick up and delivery service is had, the advantage of 
freight houses being open 24 hours a day will allow timely 
delivery to terminals from warehouses and be of great benefit 
to both shipper and carrier in the regulation of the flow of 
traffic and prevent congestion at freight terminals. 


Past experiences with night service will not apply to pres- 
ent-day efficiency. We could not even apply night service to 
any degree of success today unless we apply new methods of 
distribution which must be sold to the public by the railroads 
as a means of increasing production and sales. 


As for the pick up and delivery system in England being 
used as an example for us to go by, I could not accept it as 4 
fair comparison to what would be the result in this country, 48 
we have an entirely different scheme of doing business. 

He speaks of railroad terminal operation being far more 
expensive than line-haul operation. Both terminal and line-haul 
operation costs are far in excess of what they should be and 
the proper revamping of the system of operation would reduce 
these costs considerably. It is not expected that truck op- 
erators will make use of truck body and container service by 
rail haul until they become a party to rail service. I will agree 
with Mr. Chandler that the railroads will not regain their lost 
traffic until they offer the same, or I would say better, service 
than the highway operators offer. 


Washington, D. C., July 19, 1932. A. L. Aldrich. 
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July 23, 1932 


I. C. C. ON SIX-DAY BASIS 


George B. McGinty, secretary of the Commission, has an- 
nounced that the offices of the Commission will be open six 
days a week as usual in the fiscal year ending June 30, 1933. 
Some government departments may go on the five-day basis 
put the Commission will not, under the economy act. It is the 
view at the Commission that its work will not premit adoption 
of the five-day week with the Commission closed on Saturday, 
unless, of course, there is a change in legislation affecting its 
work and the five-day week generally takes the place of the 
six-day week. 

There are two kinds of furloughs to which Commission 
employes may be subjected in the 1933 fiscal year. The legis- 
lative furlough is that which is carried in the economy act and 
deducts from the salaries of the employes two and one-half 
days’ pay each month whether or not any leave is taken in 
that period. The Comptroller General of the United States 
has ruled, in substance, that this leave may be taken in this 
year just as the regular annual leave of thirty days has been 
taken in previous years; that is, it may be taken by the em- 
ploye after it has been earned at the rate of two and one-half 
days a month, or if the employe elects, with the approval of 
the administrative officer in charge, he or she may take a 
larger amount of leave or the entire thirty days at any one time 
in the year and whenever taken the deduction in pay is made 
accordingly. After the amount of thirty days’ leave is taken 
and the deduction of one month’s pay made, there will be no 
further deduction in an employe’s salary in the balance of the 
year, unless, of course, the employe should take additional 
leave. Such additional leave would be without pay. 

The second furlough is that which may have to be ordered 
because of the necessity of reducing the expenditures to keep 
within the respective appropriations. This is referred to as 
the administrative furlough. It has not yet been determined 
what amount of leave without pay will be required by the ad- 
ministrative furlough. 

In so far as the Commission is concerned, the office of the 
Commission will be open on all week days in the future as in 
the past, irrespective of any legislative or administrative fur- 
lough, it is stated, and this is the situation now and doubtless 
will be in the future, in the absence of additional legislation 
by Congress, or executive order, to the contrary. 


AITCHISON ON ECONOMY CUTS 


Addressing the Transportation Club of Washington, D. C., 
on July 21, Commissioner Aitchison said that the economy act 
passed at the last session of Congress, would require the effec- 
tive force of the Commission to be cut at least one-sixth and 
portions of it about 40 per cent. Allowances for travel ex- 
penses, he said, would be so pared down as to limit in striking 
manner the field work which could be done. 

The entire force, from the secretary down to, but not in- 
cluding the messenger corps, was required to take a lay-off, 
euphemistically the legislative furlough of a working month. 
That, he added, would cut the effective force, excepting a 
small number of messengers and lowest grade employes 814 
per cent. Beyond that, he said, were problems growing out of 
reductions in appropriations. The furlough provisions, he 
said, did not alleviate the situation, as the saving from the 
legislative furlough was impounded and could not be used. 

“It will be necessary, therefore,” continued he, “to press 
economies to the point of impairment of completeness of the 
tasks and efficiency of operation. Even then, the forces of 
the Commission will be compelled to accept additional fur- 
loughs without pay, the administrative furloughs, for periods 
yet undeterminable, but which will vary in different portions 
of the work. These will run from about a month to possibly 
as much as three or four months in respect to the Bureau of 
Accounts, with the stern prospect of a good many employes 
facing a possible furlough until the end of the next fiscal year.” 
' Commissioner Aitchison said that that was a difficult situa- 
tion but that it would be met, for the work done would have 
to fall within the specifications of the appropriations. The 
commissioners, he said, received no furloughs but had been 
given the signal honor of bearing the largest statutory cut in 
Salary of any officers in the government service, the reduction 
applying to them being exceeded only by the voluntary reduc- 
tion the President had imposed upon himself. The commis- 
Sloners were reduced from $12,000 to $10,000. 

Commissioner Aitchison said that while the work had to 
be kept within the bounds of appropriations, much of the Com- 
mission’s work was not within its power to control, unless it 
Simply neglected to perform its duty. The great bulk of its 
Minne he pointed out, were set for it by the action of other 
eople., 
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“And unfortunately, in times of depression,” he continued, 
“many of these tasks increase in number and importance, 
rather than the reverse. The competition for such traffic as 
there is is a fruitful breeder of attempts to get the business 
despite the law. If the Hagerstown Almanac were written with 
industrial depressions in view, we would find a statement 
‘about this time look for violent rebates.’ These are days 
when it seems plausible to attempt to get away with mur- 
der. The shipper, with a diminished volume of distribution, 
and his fixed costs constant, now finds the freight rate much 
more important, per se, and as a controlling factor in his com- 
petition; he scans every bill for overcharges, and listens 
sympathetically to proposals to bring reparation proceedings 
with no cost to himself, for a mere fifty per cent of the recov- 
ery... The problem is how to get along with the job with 
so reduced a force and fund. Cooperation is the only answer.” 

One method of cooperation suggested by the speaker was 
for complainants and respondents to make their complaints and 
answers so plain that they could be handled expeditiously. 
Especially he suggested that respondents do not make mere 
general denials which, he said, required complainants to prove 
much that was already known to the railroads. He said that 
such general denials caused sheer waste on the part of the 
parties to the complaint and to the government. He also com- 
mended the shortened procedure and the modified procedure 
as ways of cooperation. Oral presentation of cases, he pointed 
out, were also causes of waste through inadequacy of presen- 
tation or overpresentation. Overpresentation, he said, gener- 
ally speaking, was the more expensive condition which lent 
itself to economy. The huge records before the Commission, 
he said, had often been criticised. They were monuments, he 
said, to the persistence and ingenuity of persons who demanded 
and were accorded their statutory right to a full hearing. 

A narrowing of issues and the production only, briefly but 
adequately of the facts necessary to a proper disposition of a 
case was more than highly desirable in times like these, with 
hearings confined within bounds, he said. In the interest of 
time, effort and money, he said, oral arguments should be kept 
to the minimum, and limited to those that could be made to 
count. 

In conclusion he said that what he had been saying meant 
that the Commission was seeking the cooperation of the prac- 
titioners before it to the end that it might properly and 
adequately perform the work delegated to it within the limits 
of its appropriation. 


RAILROAD SALARIES 


Representative Garber, of Oklahoma, who offered in the 
House a joint resolution striking at salaries of railroad officials 
as disclosed in the Commission report to Senator Couzens, has 
introduced a substitute measure in the form of a bill, H. R. 
12975, amending section 20 of the interstate commerce act, 
forbidding the charging to operating expenses salaries of rail- 
road officials in excess of $50,000 a year. The bill, as did the 
resolution, also provides that no common carrier by railroad 
subject to the act “shall charge to operating expenses com- 
pensation to any officer of such carrier which, in the opinion 
of the Interstate Commerce Commission, is greater than is con- 
sistent with the economical management of such carrier.” 


Mr. Garber said the bill required the reduction of the 
higher salaries and a reduction of all other salaries in pro- 
portion but added that it did not authorize the Commission to 
fix the salaries of railroad officials ‘as that would inolve a very 
close constitutional question and is a matter between the 
officials and their stockholders.” 

“It does, however,” he continued, “prohibit the charge of 
high salaries to their opérating expenses which finally seep 
down into the rate level and are paid by the shippers in freight 
rates. This is the phase of the question in which the public is 
directly interested.” 

Freight rates were already too high, said Mr. Garber, and 
the farmers could not continue to pay the freight rates bur- 
dened “with the enormous salaries of the officials of the roads.” 


“The existing salaries,” said he, ‘notwithstanding the slight 
reductions made, are entirely out of line with the ruinous 
prices of farm products and with economical management of 
the roads under present conditions as a few illustrations will 
show.” 

Reference was then made to a number of salary figures 
disclosed in the Commission compilation. Mr. Garber argued 
that railway officials should reduce their salaries and use the 
money that was saved to employ additional employes, “to en- 
gage in the actual operation of the roads.” 


Representative Black, of New York, said he noticed that “on 
the railroad going to New York, that they are not giving the 
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service that they once did, because of the reduced number of 
employes.” 

Mr. Garber said Mr. Black was entirely right and closed his 
remarks with an appeal to railway officials to reduce volun- 
tarily their salaries and use the money thus saved in the re- 
employment of men who had devoted their lives to “the main- 
tenance and actual operation of the roads for the convenience 
of the public.” He said economies in railroad service were be- 
ing made too largely at the expense of the employes. 


TEXTILE RATES RELATIONSHIP 


The Trafic World Washington Bureau 


Examiner Armes, on July 19, began an adjourned hearing 
in I. and S. No. 3636, cotton, woolen and knitting factory prod- 
ucts between interstate points; No. 24139 North Carolina Cor- 
poration Commission et al. vs. A. & W. et al.; No. 24140, Same 
vs. A. & R. et al.; No. 24901, National Association of Cotton 
Manufacturers vs. B. & M. et al.; and fourth section applica- 
tion No. 14336, dry goods in south. The ultimate question in 
the cases is the relationship that should exist in the rates from 
the textile mills in the south and the textile mills in the New 
England states to the competitive markets, typical and chief 
of which is believed to be Chicago, IIl. 

At present, Atlanta, Ga., typical point of origin in the south, 
has a rate of 83 cents to Chicago, which, it is claimed, is main- 
tained because of the control the Southern and the Louisville 
& Nashville have over the Monon. Boston, by differential 
routes, also has an 83-cent rate but over the standard all-rail 
routes the rate is 86 cents. 


The present phase of the case was created largely by the 
tariffs of southern carriers. They are regarded as the outcome 
of refusal of the Commission to grant the southern carriers 
fourth section relief enabling them to maintain higher rates 
at intermediate points while making lower rates to enable their 
textile shippers to meet the competition of the east and west 
lines serving New England. 


Cross examination of traffic witnesses, carriers and ship- 
pers, northern and southern, was the particular feature of the 
beginning of the hearing. On the first day of it L. H. Kim- 
berly, traffic manager for a number of mill associations in the 
Carolinas, and A. H. Ferguson of the New London, Conn., 
Chamber of Commerce, were subjected to questions on the 
testimony they had given at prior hearings in favor of the ad- 
justment desired by the two groups, namely, northern railroads 
eg ee on the one side and southern railroads and mills on 
the other. 


COMMODITIES IN GLASS 


Shippers of canned foods, interested in having an equality 
of ratings on canned foods, whether in glass or tin, have joined 
the eastern traffic executives in asking the Commission for a 
rehearing and a reargument in I. and S. No. 3569, classification 
ratings on food products, L. C. L., in glass between points in 
official and Illinois territory. In their petition, they assert there 
was no protest against the proposed change from any source 
whatsoever, the Commission having suspended the schedules to 
bring about parity upon its own motion. 

These shippers assert that there was no opposition from any 
packers, shippers, or receivers of any food products or any other 
products shipped in glass containers. The only opposition, they 
assert, developed in the hearing, and then it came only from a 
producer of competitive metal packages. That opposition, they 
assert, but emphasizes the merits of the claim for parity. Op- 
position, from carriers came, these petitioners asserted, in the 
hearing from a group of western carriers parties to the western 
classification, through their classification committee. Those 
ratings, the canners said, were not in issue in this proceeding. 
They noted that the western classification then and now pro- 
vided parity on: many food products. 

As grounds for their petition for rehearing and reargument 
the petitioners allege that the finding of the Commission that 
glass-packed foods are relatively more valuable than metal 
packed foods, is contrary to the evidence. They assert that even 
if the finding that there is a slight difference in value were 
correct, there is nothing in this record to support approval of a 
difference of 28 per cent or any other per cent in the rating. 
They declare that the only proper finding on the record in this 
case should have been that the values are overlapping but that 
on the whole glass-packed foods are worth less by the shipping 
pound than metal packed foods. 

The values of record, the petitioners assert, show conclu- 
sively that glass-packed products are of no greater value by the 
shipping pound than metal packed foods, but that if granted the 
opportunity they will submit further evidence in proof of this. 
The Commission erroneously concluded, say the petitioners, that 
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glass-packed foods will not successfully stand the blows and falls 
to which they are subjected in transportation, which conclusion 
is based on the view that glass is more fragile than metal. That 
conclusion is in conflict with previous findings of the Commissiop 
and contrary to the results of actual experience, they say. They 
further assert that the conclusion that glass-packed foods re 
quire special handling is contrary to the evidence and that the 
Commission erred in finding that glass-packed commodities re. 
quire handling different than that given metal packed foods, 
Further, they assert that the record showed that not a single 
classification element militates against parity of ratings. On 
the contrary, the petitioners assert, the classification elements 
favor parity. Therefore, they said, the decision of the Commis. 
sion in this case is contrary to the evidence. They also assert 
that the finding of the Commission that the claim of the re. 
spondents that a parity of rating would retrieve some of this 
business from the trucks or at least prevent further loss to 
them, received no support from shippers, is contrary to the 
evidence. 

In conclusion, the shippers of canned foods claim that the 
Commission erroneously found that there was no reasonable 
hope for increased tonnage from greater use of glass, and also 
that the Commission erroneously failed to take cognizance in 
this case of changed conditions in industrial and transportation 
fields whereas it had done so in other cases. 


NEWSPRINT PAPER 


Denial of the petition of the carriers asking the Commis- 
sion to take into consideration changed conditions before decid- 
ing the issues in No. 21095, rates on newsprint paper, import and 
domestic, is asked by the International Paper Co., Guy Tombs, 
Ltd., and St. Regis Paper Co., in a reply filed with the Commis. 
sion to the carriers’ petition. It is asserted that the petition 
asks only that the Commission take judicial notice of certain 
things and concludes by suggesting some sort of summary pro- 
cedure. It is contended that the decision of the Supreme Court 
in the Hoch-Smith grain case with respect to changed condi- 
tions does not deal with the issue raised by carriers’ petition. 

“The petition does not contemplate additional hearings,” 
says the reply. “It suggests summary procedure. It wants 
certain data favorable to the carriers included by some process 
unknown to the law. Will the Commission also receive in 
documentary form, or take judicial notice of, voluminous in- 
formation in the possession of the shippers showing the decline 
in their earnings since the conclusion of the hearings?” 

The paper companies assert that the Commission has no 
legal power to take judicial notice of the things mentioned in 
the petition, or to receive without additional hearing, which 
they say are not desired by any of the parties, the additional 
documentary evidence mentioned. They say an expedited de- 
cision is desired by all the parties but that this can be rendered 
without departing from the usual procedure. 


RELIEF LEGISLATION PASSED 


The relief bill, carrying $136,000,000 for highways and roads 
and $30,000,000 for waterways, in addition to the regular appro- 
priations for those projects, was finally approved by Congress 
July 16. The measure, so far as transportation is concerned, 
contains the provisions as outlined in The Traffic World last 
week. 

The relief act provides that the Reconstruction Finance 
Corporation shall report to Congress loans made and the rate 
of interest charged, the reports to show to whom loans have 
been made. Dispute arose as to whether the reports should 
be made public before the reconvening of Congress. President 
Hoover said Senate leaders had taken the position that the 
reports would be of a confidential nature and must be so held 
by the clerks of the House and Senate unless otherwise ordered 
by Congress when in session. On the other hand, Represent- 
ative Rainey, Democratic leader in the House, said the clerks 
should make the reports public when received. 

President Hoover signed the relief bill July 21. 


TRANSFERRING COAL FROM BARGES 


Facilities for transferring coal from barges on the Ohio 
River to rail cars, said to be the most modern and up-to-date 
on the river system, have just been completed by the Pittsburgh 
and Lake Erie Railroad at Colona, Pa. Location of the new 
rail-river terminal is such as not to interfere with navigation. 
The dock is 440 feet long and 34 feet high, on which the hoist- 
ing machinery, consisting of a stationary steel tower, boom and 
clam shell bucket, is superimposed. The tower rises to a height 
of 114.6 feet, with a 110-foot boom. Trackage capacity permits 
storage of 52 loaded cars and 52 empty cars at the same time. 
The 10%-ton clam shell bucket has an unloading capacity of 
500 tons an hour. Twenty-four mooring pile clusters are pro- 
vided, to which a fleet of barges may be tied. 
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OGEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


USINESS in the full cargo market has continued its dullness 

in the last few days. Only a few fixtures of grain cargoes 
were reported, one of these being a British steamer from Mon- 
treal to Antwerp-Rotterdam on a basis of 5c for prompt loading. 
Another was from Montreal to London on the basis of 1s 3d, 
with option of Cardiff and London at 1s 6d for prompt loading. 

There was a renewal of activity in the transatlantic sugar 
trade, which has been dull for some weeks. Among these fixtures 
was a 2,797-net ton steamer from Cuba to United Kingdom- 
Continent at 13s prompt and another of 2,522 net tons for the 
same destination on the basis of 14s for July-August. Time 
chartering has been slightly more active in the last week, 
though it has been confined mainly to the West Indies trade 
at rates which have shown little change over those previously 
obtaining. The only fixture of a lumber cargo reported was 
one from St. John, N. B., to West Britain or East Ireland for 
August loading on the basis of 48s 9d for one and 51s 3d for 
two ports of discharge. 

The expected activity in the coal trade failed to develop 
and no fixtures were recorded. The tankers trade experienced 
one of the dullest weeks it has had in months, the only 
fixture noted being a 13,000-ton motorship to take crude from 
California to Port-de-Bouc at 15s 6d with option for Talara or 
La Libertad at 14s for August. 

On the Pacific coast a 4,137-net ton motorship was fixed on 
private terms to take lumber from British Columbia to Aus- 
tralia and two time charters for the United Kingdom-Continent 
trade were also consummated. 


EXPORT AND IMPORT RATES 


The Trafic World Washington Bureau 


The Todd-Knott award as to rates from gulf ports to terri- 
tory west of trunk line western termini on import traffic, made 
in 1907, was explained by Percy R. Todd, now president of the 
Bangor and Aroostook when he was presented as a witness for 
northern lines on July 19 in the resumed hearing before Ex- 
aminer Fleming in I. & S. No. 3717 (and first supplemental 
order), export and import rates to and from southern ports. In 
that case the north and south lines and the east and west lines 
are fighting over the export and import rates filed by the south- 
ern lines and suspended, pending investigation, by the Com- 
mission. 

Under the guidance of Elmer L. Beach, of the Baltimore 
and Ohio legal staff, acting as attorney for the northern lines, 
Mr. Todd explained the origin and result of the proceeding, 
the product of which was the so-called award. The question was 
submitted by the Atlantic Port Lines Sub-committee. That body 
asked Mr. Todd and Stuart P. Knott, the latter then president 
of the Kansas City Southern, to express an opinion as to what 
should be the differentials under the then standard 75-cents 
first class scale between New York and Chicago on import 
traffic from the gulf ports. 

Their opinion, expressed in a letter addressed to E. P. 
Bates, chairman of the sub-committee, was that the differen- 
tials under the New York-Chicago scale should be 18, 18, 12, 
8, 6 and 6 cents with differentials on commodity rates related 
to the class rate differenials under a rule laid down in the 
expression of opinion. One of the limitations was that the gulf 
lines were not to use the differentials on traffic destined to 
points taking less than 100 per cent of the Chicago-New York 
rate, except on traffic to Cincinnati proper; traffic to Indi- 
anapolis proper; and on traffic for points on the Illinois Central 
between Effingham, Ill., and Indianapolis, Ind., on the line of 
what was formerly the Indianapolis Southern Railway. 

Mr. Todd explained that the differentials were intended to 
reflect the difference in cost for steamship transportation to 
the gulf ports and New York, the latter being the yardstick 
Port so far as ocean transportation costs were concerned. Mr. 
Todd said that he and Mr. Knott found great variations in the 
steamship rates, even on the same ship on identical commodi- 
ties but that their judgment was that the differentials recom- 
mended by them were representative of the difference in ocean 
transportation costs. The so-called award was put into the 
record at a hearing prior to the one in which Mr. Todd gave 
his testimony in respect of it. 





After the more or less celebrated award had been explained 
by one of its authors, Joseph G. Kerr, assistant to the vice-presi- 
dent in charge of traffic of the Louisville & Nashville, the first 
witness for the southern railroads when Examiner Fleming began 
the taking of testimony was subjected to cross examination of 
the immense volume of statistical matter he put into the record. 


S. P. FOURTH SECTION CASE 


The Galveston Chamber of Commerce and the Galveston 
Cotton Exchange and Board of Trade, interveners, in Fourth 
Section Applications Nos. 13638 and 13639, of the Southern 
Pacific Co. et al., in which the carriers seek fourth section re- 
lief to meet Panama Canal competition, have filed a reply with 
the Commission in support of the carriers’ petition for reargu- 
ment and/or reconsideration. 

“These interveners respectfully submit that petitioners are 
in dire need of additional traffic and the revenues that will 
be derived therefrom, and the Commission should remove all 
restrictions and give these petitioners every opportunity to se- 
cure some of this transcontinental business,” say the Galveston 
interests. “So long as petitioners are able to show that the 
rates which they propose to apply on this traffic will produce 
sufficient earnings to pay something above the out-of-pocket 
cost of actually transportaing the traffic, they should be per- 
mitted to establish such rates without having unnecessary re- 
strictions or limitations placed upon them by the Commission.” 


OCEAN RATE COMPLAINT 


In formal docket No. 83, the Oakland Chamber of Com- 
merce of Oakland, Calif., has filed a complaint with the Ship- 
ping Board against the American Mail Line, Ltd., and other 
steamship lines respondents engaged in the transportation by 
water of property between ports in California and ports of 
Japan, China, Philippine Islands and Dutch East Indies under 
agreements on file with the board. It is alleged that under 
respondents’ requirements rates and charges for transportation 
of freight and property from docks situated within Oakland to 
the foreign destinations indicated greatly exceed the rates and 
charges contemporaneously assessed for the transportation of 
like freight and property from the docks in San Francisco. 
Equality with the port of San Francisco and other Pacific coast 
ports is sought by complainant. 


SHIPPING BOARD REORGANIZATION 


Appointment of Jefferson Myers, at present the Demo- 
cratic member of the Shipping Board from the Pacific coast, 
as a member of the reorganized board of three members, has 
been recommended to President Hoover by Senators McNary 
and Steiwer, of Oregon. It has been reported that the President 
would like to have Ernest Lee Jahncke, Assistant Secretary of 
the Navy, take the chairmanship of the reorganized board. 
Mr. Jahncke is a Republican from Louisiana and, if appointed, 
would be credited to the Gulf states. T. V. O’Connor, the pres- 
ent chairman, could be retained as a member of the board from 
the Atlantic coast states if Mr. Jahncke and Mr. Myers were 
appointed. 


WATER CARRIER AGREEMENTS 


The Shipping Board has instituted proceedings under 
authority of section 20, merchant marine act, 1920, to determine 
whether certain foreign carriers have entered into any com- 
bination, agreement or understanding to exclude the Dollar 
Steamship Lines from membership in the Japan, China and 
Straits/Bombay Conference. The parties named in the pro- 
ceedings are Peninsular & Oriental Steam Navigation Com- 
pany, Nippon Yusen Kaisha (Nippon Yusen Kabushiki Kaisha), 
Osaka Shosen Kaisha (Osaka Shosen Kabushiki Kaisha), and 
Dollar Steamship Lines (Dollar Steamship Lines, Incorporated, 
Limited.) 

R. Stanley Dollar, of the Dollar Steamship Lines, wrote 
Chairman O’Connor, of the Shipping Board, that, in connection 
with the lines having made Bombay a port of call on their round- 
the-world voyages, they had made application to the Japan, 
China, and Straits Bombay Conference for admission, but had 
been refused, and that this had shut them out from carrying 
cargo from Oriental ports to Bombay. He said that, under sec- 
tion 14 (a), of the shipping act of 1916, as amended by the 
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act of 1920, the board had the power to refuse the right of entry 
in United States ports of any vessels owned by companies who 
wére members of conferences to which American vessels were 
excluded, whereas, in the United States, all lines trading in and 
out of United States ports had to file their agreements with the 
board and no foreign line was denied admission into these con- 
ferences, 

“We would appreciate if you would take the necessary steps 
to secure for our line admission into the above mentioned 
conference,” wrote Mr. Dollar. 

In a letter signed by F. C. Allen, for the managing directors, 
Peninsular & Oriental Steam Navigation Co., London, England, 
it was stated that the application of the Dollar Line had been 
submitted “to our colleagues in the trade, who feel that existing 
conditions do not warrant additional tonnage being placed on 
the berth. Further, the inclusion of the line you represent 
would result in an application from the Osaka Shosen Kaisha 
to be admitted to the Shanghai trade, from which they are 
at present excluded.” 

The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the board: 


1974—-Panama Mail Steamship Company with Seaboard-Great 
Lakes Corporation. 1987—Quaker Line with Seaboard-Great Lakes 
Corporation. Each of these agreements provides for through ship- 
ments of canned goods, canned dog food, dried fruits and dried beans 
in carload lots or more from United States Pacific Coast terminal 
ports of the intercoastal carriers to Syracuse, Rochester, Buffalo, 
Detroit, Toledo, Cleveland, Chicago and Milwaukee, with transship- 
ment at New York. The through rates thereof are to be the combina- 
tion of the local rates of the participating carriers. Each interested 
carrier is to receive its local rates as its proportion of such through 
rates. Transfer charges incurred under each agreement are to be 
absorbed by the Seaboard-Great Lakes Corporation. 

1999—Bull Insular Line, Inc., with Cunard Steamship Company, 
Ltd., and Anchor Line, Ltd.: Covers arrangement for through ship- 
ments of fish from Halifax, Nova Scotia to Porto Rico, with transship- 
ment at New York. Through rates are to be as specified in the 
agreement. Such through rates and the cost of transfer at New York 
are to be divided between the carriers handling the shipments. 

2003—American-Hawaiian Steamship Company with JEastern 
Steamship Lines, Inc.: Covers through billing arrangement covering 
shipments from United States Pacific Coast ports to Halifax, Nova 
Scotia, with transshipment at New York. Through rates are to be 
the combination of the local rates of the interested carriers plus 
transfer charges at New York. 


Agreement Modified 


332-1—_Compagnie Maritime Belge (Lloyd Royal) S. A. with Amer- 
ican-Hawaiian Steamship Company: The agreement which is modified 
is between American-Hawaiian Steamship Co. and Lloyd Royal Belge 
and United States Navigation Company, Inc., approved by Board, 
July 28, 1925, and covers through shipments from the Pacific coast to 
Antwerp and Hamburg, with transshipment at New York. The pur- 
pose of the modification is to record Compagnie Maritime Belge (Lloyd 
Royal) S. A. as a participating carrier in this agreement as successor 
of the Lloyd Royal Belge. 


INTERCOASTAL REGULATION 


The Bureau of Business Research, of the University of Pitts- 
burgh, has issued a monograph on the subject, Regulation of 
Intercoastal Commerce, by Howard C. Kidd, professor of Com- 
merce, in the university’s school of business administration. 
Dr. Kidd advocates not merely regulation of the intercoastal 
steamships, but regulation by the Interstate Commerce Com- 
mission, the same body that regulates the railroads, with which 
the steamships compete. In his summary and conclusion he 
says: 


From an economic standpoint, the Panama Canal has tilted the 
continent and altered the center of gravity; and the resulting shifts of 
commerce have created entirely new problems, national in scope, that 
should be dealt with comprehensively. 

The first of these problems concerns the merchant marine; the 
second involves the railroads; between them, a large section of the 
nation is affected for better or for worse. 

The Panama route resembles a new highway built over an old 
trail on the outskirts of a country village. The village streets are 
still there, and the old landmarks still remain. But things are differ- 
ent. A shifting in population occurs. Even Main Street is pushed 
aside and real estate promoters make the most of their opportunities 
to speed up the changes that are under way. Something like this on 
a national scale has happened as a result of the Panama Canal. 

Although no stone should be put in the way of changes that 
result in progress, no matter how upsetting and revolutionary they 
may be, at the same time the foundations of business would only be 
undermined if these new methods of doing things were not themselves 
on an economically sound basis. Much of the coast to coast commerce 
that has sprung up as a result of the Canal must be credited on the 
asset side of the national ledger; but some of this development is a 
liability in the sense that it wastes existing assets without providing 
compensating benefits to the public. Any proposal, therefore, which 
preserves the good and eliminates the uneconomic features of inter- 
coastal trade would obviously be a constructive policy of first rank. 

Executives of the intercoastal merchant marine realized, soon 
after the conclusion of the War, that they were in the grip of ruinous 
competition. The supply of ships greatly exceeded the demand and 
the invasion of the industrial lines in common carrier service was an 
especially bitter pill for the independent companies to swallow. Many 
of the independents, therefore, sought relief by organizing confer- 
ences among themselves, But three of these conferences were so 
futile that the yee peng engaged in coast to coast trade for some 
time have been adrift on treacherous financial waters. On March 1, 
1 5, fourth conference, limited to six months’ duration, was or- 


Even though they have no love for governmental regulation as 


such, the majority of the independent lines in intercoastal trade regard 
this policy as the only way out of their difficulties. Whatever may ;, 
said against control by any governmental body, the alternative of 
unregulated competition is still worse. Choosing, then, between the 
lesser of two evils, the intercoastal carriers, although not altogethe 
unanimous, present their own case for much the same control oye 
their rates as that now exercised by the Interstate Commerce (Con. 
mission over those of the railroad. 

But the intercoastal carriers are not alone the interested partie 
to any scheme that has for its object the regulation of intercoagtg| 
rates. Even before the Canal era, the western railways in particula 
regarded the competition of the water lines as a factor by no means 
negligible. Since 1920 the full force of the new coast to coast traffic by 
water has had a telling effect upon the revenues of these rail lines. 
Bound hand and foot in the meshes of regulation, these railroads 
naturally favor any proposal which will make the contest with their 
rivals more equal. Representing, therefore, some of the independent 
water lines and all of the western transcontinental railroads, the 
advocates of governmental regulation of intercoastal rates come ty 
the bar of public opinion with an argument undoubtedly strong, 

Coupled with the interest of the merchant marine and the rajj. 
roads in the general problem of regulating the rates of the inter. 
coastal carriers is the concern of the Government in the solvency of 
companies engaged in coast to coast commerce. The government 
stands as a creditor to many of the lines engaged in this trade. Any 
policy of regulation which will restrict competition and stabilize rates 
should at the same time tend to increase the ability of the government 
to collect the sums it has so liberally advanced. 

From’ a much broader point of view, that of a national transporta. 
tion policy, the need for regulating intercoastal commerce is impera- 
tive. There will be general agreement that sound policy, as related 
to common carriers, must rest on the principle that the public js 
entitled to that mode of conveyance which is the most economical, 
But the same standards of what is economical should be applied with 
even-handed justice to all forms of transport. Regulation of the 
railroads, while their water line competitors charge whatever rates 
they please, is not only unfair to the rail carriers, but, from all 
appearances, is not furthering the permanent interests of the mer- 
chant marine. 

If there is to be governmental control over intercoastal rates, 
shall the Interstate Commerce Commission or the Shipping Board 
assume jurisdiction? At the present time the Board has nominal 
jurisdiction over coast to coast rates. Sporadic legislative efforts 
have been made to strengthen the administrative arm of the Board, 
but at best such a policy would be only a makeshift. In the interest 
of co-ordinated regulation, and in keeping with the economics of rail 
and water transportation, the Interstate Commerce Commission should 
be vested with power over intercoastal rates similar to that which it 
now exercises over rail rates. 

The present regulation of the rail and water lines resembles that 
of a fantastic football game in which one side is governed by very 
strict rules while the opposing team is subject to none. If the Ship- 
ping Board were vested with authority to regulate intercoastal rates, 
the situation would be improved but it would still remain unsatisfac- 
tory. The football game would then become one in which two sets 
of rules were in force, applied by two independent groups of officials, 
But if the Interstate Commerce Commission were given equal author- 
ity over both rail and water rates, regulation would be on a sound 
basis. The game would then be a oe two teams governed by 
the same rules and responding to the decisions of one umpire. 

Although it must be admitted that the granting of full adminis- 
trative control over intercoastal rates to the Interstate Commerce 
Commission would work a hardship on some individual shippers, rail- 
roads, and shipping lines, there are valid reasons for believing that 
such a policy would tend to promote stability, provide economic trans- 
portation, and insure the greatest good to the greatest number. 


OCEAN MAIL CONTRACTS 


Subsidizing the American merchant marine through mail 
payments was attacked before the House committee on post 
office and post roads by Representative Patman, of Texas, in 
its investigation of the postal service. He urged the committee 
to investigate mail contract awards to the United Fruit Co, 
asking why that company, which he said was capitalized at 
$250,000,000, should get a subsidy. 








BOARD’S DIESEL PROGRAM 


The Shipping Board has issued a report reviewing the 
program under which a number of Shipping Board vessels were 
converted to Diesel engine propulsion at a cost of slightly in 
excess of $23,000,000. The program called for conversion of 
fourteen vessels. The report deals with the experiences of the 
board and its employes in carrying out the program. The re 
port states that as a result of the program the Diesel engine 
industry has been greatly aided and is now well established 
for future construction of successful engines. A number of the 
converted vessels, according to the report, have operated at 
better speeds and lower costs than the steam vessels they 
replaced on the trade routes served. 


PANAMA CANAL TRAFFIC 
(The Panama Canal Record) 

The total number of commercial vessels transiting the 
Canal during the fiscal year ended June 30, 1932, aggregated 
4,506, and the total tolls collection was $20,707,377.05. Com- 
mercial traffic for the fiscal year 1932 was the lowest years 
traffic since the fiscal year 1923, when 3,967 vessels, paying 
$17,508,414.85 in tolls, were passed through. The highest traffic 
for any month during the past year occurred in July, with 406 
vessels, paying tolls amounting to $1,848,638.45, and the month 
of the lowest traffic was June, with 336 transits, paying 
$1,534,793.19 in tolls. The last six months of the year showed 
a decline of 7.8 per cent in transits and 8.0 per cent in tolls, in 
comparison with the first half of the year. 
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In comparison with the fiscal year 1931, traffic for 1932 
shows a decrease of 1,023 transits and $3,938,079.52 in tolls 
(18.5 per cent and 16.0 per cent, respectively), and in compari- 
gon with the fiscal year 1930 there was recorded a decrease of 
1,679 transits and $6,369,512.96 in tolls (27.1 per cent and 23.5 
per cent, respectively). The record year to date for Canal 
transits was the fiscal year 1928 when a total of 6,456 commer- 
cial vessels applied for transit; the record year for tolls was 
in the calendar year 1929, when a total of $27,592,715.84 was 
collected. In comparison with these high figures, last year’s 
traffic showed a decrease of 30.2 per cent in transits and 25.0 
per cent in tolls. 

The average amount of tolls paid by each of the commer- 
cial transits during the past year was $4,595.51, in comparison 
with $4,457.49 in 1931, and $4,377.83 in 1930; this increase in 
the average amount collected has been due to a gradual increase 
in the size of vessels using the Canal. 

The daily average of commercial transits during the year 
was 12.31, as compared with 15.15 for the fiscal year 1931, and 
16.95 for the fiscal year 1930. The daily average tolls collection 
amounted to $56,577.53, as compared with $67,521.80 for 1931, 
and $74,183.26 for 1930. 


BALTIMORE HARBOR IMPROVEMENTS 


Harbor improvements at Baltimore, with an estimated cost 
of about $2,500,000, are to be asked of the War Department, 
according to G. H. Pouder, director of the export and import 
bureau of the Baltimore Association of Commerce, which is 
completing a survey of the work to be included in the sug- 
gested improvement schedule. The project would include 
widening the main channel in the harbor from 600 to 800 feet 
and the deepening of it to 37 feet. The survey also is under- 
stood to recommend deepening the Port Covington and Curtis 
Bay channels to 37 feet. 


INVOICES FOR SHIPMENTS TO CHINA 


Effective September 1, 1932, all merchandise entered for 
importation into China, valued at or above 200 yuan (at present 
approximately U. S. $41), must be accompanied by a consular 
invoice issued by the Chinese Consulate at or near the port of 
embarkation, or be subjected to a fine equal to three times the 
original fee of five Chinese customs gold units ($2) collected 
at the time of certification, according to a cablegram from 
Minister Nelson T. Johnson, Peiping, made public by the Com- 
merce Department. Parcel post packages and such goods as 
are admitted duty free are excepted from this requirement. 
Continuing, the department says: 


Three consular invoice forms, obtainable by the exporters from 
the nearest Chinese Consulate, must be completed, signed and pre- 
sented to the consulate for verification and certification. In cases 
where the consulate deems it necessary to examine the sales contract, 
commercial invoice, or other documents, the exporter is required to 
furnish these papers. 

Merchandise sold to more than one importing firm or carried by two 
or more vessels, or destined for more than one port, may not be 
covered by the same consular invoice. 

In each set of three, the white original copy is to be forwarded 
by the exporter to the consignee for presentation to the Chinese 
maritime customs authorities at the time of entry, together with the 
other required documents. One of the yellow duplicates is for filing 
in the consulate, the other is to be sent by the consulate to the Min- 
istry of Foreign Affairs at the end of each month, together with the 
fees collected. 

The only articles duty free and not required to be covered by a 
consular invoice are wheat, wheat flour, rice, and other cereals and 
grains; printed books, maps, charts, periodicals, and newspapers (other 
than those fit only for packing or remanufacture): animal manures; 
gold and silver bullion and coin; and manufactured platinum. 

Chinese consuls in the United States are located at New York, 
Chicago, New Orleans, San Francisco, Portland and Seattle. (The 
ara eee U. S. $0.207. The customs gold unit— 


IMPROVEMENT OF WATERWAYS 


Allotments for river and harbor work in the current fiscal 
year, aggregating $42,315,392, have been announced by Secre- 
tary of War Hurley. They are made from the appropriation of 
$60,000,000 for river and harbor work carried in the annual War 
Department appropriation act passed by Congress and approved 
by President Hoover. The unallotted balance of $17,684,608 will 
be allotted later when bids for contemplated work shall have 
been received and the amounts required definitely determined. 
Some of the larger allotments follow: 

Mississippi River—Between Illinois River and Minneapolis, 
$3,374,000; between Ohio and Illinois Rivers, $2,257,000. 

Missouri River—Kansas City to the mouth, $5,411,000; Kan- 
sas City to Sioux City, $750,000. 

Illinois River—Mouth to Utica, $450,000; Utica to Lockport, 
$3,738,000. 

Delaware River, Philadelphia to the sea, $1,741,000. 

Caloosahatchee River and Lake Okeechobee Drainage Areas, 
Fla., $2,133,000. 
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Louisiana-Tex intracoastal waterway, New Orleans-Sabine 
River section, $765,000; Sabine River-Corpus Christi section, 
$485,000. 

Ohio River—Open channel work, $1,331,000; lock and dam 
construction, $900,000. 

Kanawha River, W. Va., $1,030,000. 

St. Mary’s River, Mich., $1,601,000. 
$1,068,000. . 

Fairport Harbor, O., $446,000. 

Oswego Harbor, N. Y., $353,000. 

San Francisco Harbor, Calif., $400,000. 
Calif., $407,500. 

Columbia River at mouth, Ore., and Wash., $700,000; Colum- 
bia and lower Willamette Rivers below Vancouver, Wash., and 
Portland, Ore., $525,000. 

Acting Secretary of War Davison has approved an allot- 
ment of $70,000 for work on the Muskingum River, O. 

The Secretary of War has approved the recommendation 
of Major General Lytle Brown, Chief of Engineers, allotting 
funds for the operation and care of the Cape Cod Canal, Massa- 
chusetts, for the fiscal year ending June 30, 1933, amounting 
to $229,000. In addition, there is an unobligated balance avail- 
able of $11,065.26 from former allotments. The expenditures 
in the fiscal year 1932 amounted to $241,948.65, and there were 
outstanding liabilities at the end of the year of $7,463.26. 

The purchase of the Cape Cod Canal was authorized in the 
river and harbor act of January 21, 1927. The canal was taken 
over by the United States in 1928, and is operated as a free 
waterway. 


Detroit River, Mich., 


San Joaquin River, 


WATER BORNE PASSENGER TRAFFIC 


The Bureau of Research of the Shipping: Board has issued 
its annual statement on waterborne passenger traffic of the 
United States, including traffic in vessels of all flags, for the 
calendar year 1931. The report shows that a total of 1,888,109 
passengers were carried in ocean and Great Lakes traffic as 
against 2,293,272 in 1930. The Great Lakes traffic totaled 269,- 
747 in 1931 as against 341,587 in 1930. 


— 


CARGO HANDLING AND LONGSHOREMEN 


The Bureau of Labor Statistics of the Department of Labor 
has issued a bulletin entitled “Cargo Handling and Longshore 
Labor Conditions,” prepared by Boris Stern, of the bureau. 
The work deals with problems and methods of cargo handling, 
productivity of labor in stevedoring ship’s cargo, and long- 
shore labor conditions. Copies may be obtained from the Su- 
— of Documents, Washington, D. C., for 55 cents 
each. 


ST. LAWRENCE WATERWAY PROJECT 


The Trafic World Washington Bureau 


A treaty for the construction of the Great Lakes-St. Law- 
rence deep waterway was signed July 18 by Secretary Stimson, 
of the Department of State, on behalf of the United States, and 
by William Duncan Herridge, minister of Canada in the United 
States, on behalf of Canada. 

President Hoover, in a statement issued at the White House, 
said: 


The signing of the Great Lakes St. Lawrence waterway treaty 
marks another step forward in this the greatest internal improvement 
yet undertaken on the North American continent. The treaty must 
yet be ratified by the legislative bodies of the two governments and is 
not effective unless this is done. 

The treaty represents to me the redemption of a promise which I 
made to the people of the midwest. It provides for the construction 
of a 27-foot waterway from the sea to all Canadian and American 
points on the Great Lakes. Such a depth will admit practically ninety 
per cent of ocean shipping of the world to our lake cities in the 
states of New York, Ohio, Michigan, Indiana, Illinois, Wisconsin, and 
Minnesota. Its influence in cheapening transportation of overseas 
goods will stretch widely into the interior from these points. Its 
completion will have a profoundly favorable effect upon the develop- 
ment of agriculture and industry throughout the midwest. The large 
by-product of power will benefit the Northeast. These benefits are 
mutual with the great Dominion to the north. 

The waterway will probably require ten years for completion, 
during which time normal growth of traffic in the nation will far more 
than compensate for any diversions from American railways and other 
American Port facilities. The economic gains from improved transpor- 
tation have alway benefitted the whole people. 

Under the engineers’ estimates, the total cost will be approxi- 
mately $543,000,000, of which approximately $272,000,000 will need be 
expended by the United States. Some portion of these expenditures 
has already been made by both countries, and the actual total amount 
of new funds to be called on from the United States is estimated at 
about $258,000,000, and from this sum must be deducted the realiza- 
tion which may be made from about 1,100,000 horsepower on the 
American side of the international section. The disposal of this power 
is reserved as a purely domestic question in the United States. 

The question of the effect of the treaty provision covering the 
diversion of water from Lake Michigan upon the 9-foot waterway from 
Chicago to the Mississippi has been raised. I may quote the state- 
ment I received from General MacArthur, Acting Secretary of War, 
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Last Year 
Lake and Rail Shippers 
Saved More than Five 
Million Dollars! 


When you use the M.A.T. Lake and Rail Route, somebody saves money— 
either you or your customers. Which means one of two things—a lower operating 
cost for you with relatively greater profits, or a lower price to meet a hard-boiled 
buyer’s market. It isn’t like it used to be. This period of tough selling requires 
diligent attention to the detail of getting merchandise into the hands of con- 
sumers at a price. 


A department of any business that can show the boss cost reductions without 
lowering efficiency doesn’t need to fret about the salary cuts that are becoming 
so popular right now. The M.A.T. Lake and Rail Route makes such savings 
easily possible. Take advantage of this nature-given means of transportation! 


The M.A.T. Lake and Rail Route gives shippers adjacent to this great ter- 
ritory of the Lakes a smooth, fast, efficient system of moving goods—it gives 
them an advantage that can mean the difference between a profitable or an 
unprofitable sale—or possibly no sale at all. 


The M.A.T. Poker Fleet of five modern package carriers maintains perfect 
forty-eight hour sailing schedules between Buffalo, Detroit, and Duluth. Ninety- 
six hours is all it takes between Eastern and Western lake ports. Controlled 
mechanical refrigeration is maintained eastbound for perishable merchandise. 
Only one handling is necessary at its terminals, because M.A.T. has DIRECT 
eam with all railroads. Ships and cargoes are fully covered by marine 
nsurance. 


At Detroit, freight is handled to and from Cleveland and adjacent territory 
in connection with the Detroit and Cleveland Navigation Company, who main- 
tain daily service between Cleveland and Detroit. 


Remember M.A.T. is at your service always. Plan your lake and rail shipping 
schedules now. We invite you to call our nearest representative for further 
particulars. 


MINNESOTA ATLANTIC 
TRANSIT COMPANY 


NEW YORK BUFFALO DETROIT MINNEAPOLIS 
PHILADELPHIA CLEVELAND ST.PAUL DULUTH 
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which clarified this question: 
“Dear Mr. President: 

“TI am in receipt of your request for a statement from this Depart- 
ment in confirmation of the verbal assurances given to you and to the 
Secretary of State by the Corps of Engineers, that the provisions in 
respect to the diversion of water from Lake Michigan in the proposed 
Great Lakes St. Lawrence Deep Waterway treaty are sufficient to 
provide for the maintenance of the 9-foot waterway from Chicago to 
the rw 7 : 

“TI am giad to confirm that the provision in the Treaty does pro- 
vide the necessary diversion for this purpose. Respectfully, Douglas 
MacArthur, Acting Secretary of War.” 

“The Canadian project of a two-stage development in the Inter- 
national section has been adopted instead of the original American 
project of a single stage development. The cost is slightly more, but 
the Canadian officials have felt that the two-stage development is 
desirable for many reasons, amongst others for the complete assurance 
of the safety of the City of Montreal. 

“The project is of first importance to the whole Continent. The 
many and extremely complex engineering, legal, commercial and inter- 
national problems have been worked out by the representatives of 
both countries in a spirit of cooperation of which all North America 
can be justly proud.” 


The St. Lawrence waterway project has been more or less 
actively under consideration since January, 1920, when the two 
governments referred the matter of the improvement of the St 
Lawrence for ocean navigation, with the development of water 
power incidental thereto, to the International Joint Commission, 
for investigation and report as to its feasibility and prac- 
ticability. The commission suggested that the project, before 
any final decision be reached, be referred to an enlarged en- 
gineering board for further study. In March, 1924, President 
Coolidge appointed a national committee of nine members, 
designated as the St. Lawrence Commission of the United States, 
having as its chairman President Hoover, who was then Secre- 
tary of Commerce, to act as an advisory committee to the 
United States government on all questions that might arise in 
the consideration of the project for the improvement of the 
St. Lawrence River. The Canadian government appointed a 
similar national advisory committee of nine members. A joint 
board of engineers representing the two countries was created. 
This board submitted its report on November 16, 1926, con- 
taining detailed plans for the project. On December 27, 1926, 
the United States St. Lawrence Commission submitted its re- 
port to President Coolidge, stating that in its opinion the 
construction of a shipway from the Great Lakes to the sea 
was imperative “both for the relief and for the future develop- 
ment of a vast area in the interior of the continent,” and that 
the shipway should be constructed on the St. Lawrence route, 
provided suitable agreement could be made for its joint under- 
taking with Canada. On January 11, 1928, the Canadian Na- 
tional Advisory Committee submitted a favorable report on the 
project to the Prime Minister of Canada. On October 8, 1931, 
following numerous conversations between representatives of 
the governments a simultaneous press statement was made at 
Washington and at Ottawa, to the effect that negotiations look- 
ing to the final conclusion of a treaty would be begun at an 
early date. Negotiations then proceeded from time to time 
and the terms of the treaty were finally settled on July 12, 
1932. 

Details with respect to the project were set forth as follows 
in the statement issued by the Department of State: 


The Joint Board of Engineers estimates that the entire waterway 
from the Great Lakes to Montreal, will cost a total of $543,429,000. Of 
this amount it is estimated that the United States will spend $272,- 
453,000 and that Canada will spend $270,976.000. A considerable por- 
tion of these sums has already been expended by both countries. In 
computing the total cost of the waterway, in so far as past expendi- 
tures are concerned, the formula was adopted of including only those 
expenditures which would not have been made except in contempla- 
tion of the completed deep waterway. The American expenditures, 
according to the engineers’ estimates, include $56,500,000 for deepen- 
ing the channels in the upper lakes, providing a new lock in the St. 
Mary’s River, and constructing the compensation works which the 
United States has agreed to build. Of this sum $14,000,000 has already 
been appropriated and allotted, and $42,500,000 of new funds will be 
required. The cost to the United States of deepening the river in 
the Thousand Islands section is put at $461,000, which has already been 
appropriated. The expenditures of the United States in the Interna- 
tional er Section will reach a total of $215,492,000. The total 
amount of new funds which the United States will be called upon to 
spend is $257,992,000 for both navigation and power works. But from 
these costs must be deducted the realizations from the disposal of the 
am oy which should greatly reduce the cost. 

e Canadian expenditures are made up of $128,000,000 for the 
New Welland Ship Canal which has been completed, $772,000 for the 
works in the Thousand Islands section, $59,250,000 in the International 
Rapids Section and $82,954,000 for improvements in the Lake Francis, 
Soulanges and Lachine areas which are in Canadian territory. 

The a ae are based on the report of the Joint Board 
of Engineers of November 16, 1926, and include unit prices as of that 
time. The engineers are of the opinion that if contracts for the 
recommended works should be let at price levels approximating those 
prevailing at the present time an appréciable saving in construction 
costs would result. 

The waterway project upon its completion will provide a 
27-foot channel from Montreal through the Great Lakes. A 
channel of more than 30 feet in depth is now available 
from Montreal to the sea. The completion of the waterway 


will therefore admit ocean shipping from the Atlantic Ocean to the 
Great Lakes and will lessen the economic handicaps of adverse trans- 
portation costs to a vast area in the interior of the Continent. As 
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the report of the United States St. Lawrence Commission of December 
27, 1926, points out, within the United States this area embraces 4q]j 
or large portions of the states of Ohio, Indiana, Kentucky, Illinois 
Iowa, Missouri, Kansas, Nebraska, North Dakota, South Dakota, Mop: 
tana, Wisconsin, Minnesota, Michigan, Pennsylvania and New York. 
Within Canada, the area affected directly includes a large part of the 
Dominion. Within this total area, there are more than forty million 
inhabitants who gain their livelihood from basic industries. This area 
produces a great surplus both from agriculture and manufactures, 
much of which requires long transportation. There is a reciprocaj 
inflow of commodities from its neighbors. These sections have always 
been under national transportation disadvantages in the exportation 
and importation of commodities. It was estimated in 1926 that the 
completion of the seaway would result in a saving of approximately 
six cents per bushel in the transportation costs upon grain moving 
from Great Lakes ports to the markets of Europe. The consequence 
of this saving would be that the price levels of grain and other 
commodities similarly affected in the Great Lakes transportation area 
would be increased accordingly. Much the same type of economic 
reaction would affect other commodities and industries. In times of 
abnormally low commodity prices, the necessity of transporting prod- 
ucts to consuming centers at the lowest cost possible becomes a 
matter of vital importance. The increased purchasing power as a 
result of this readjustment in price levels would thus be of great 
benefit to the entire area of both countries. There can be no disagree. 
ment in opinion that these sections of the United States and Canada 
are entitled to an equalization in transportation advantages as far as 
possible, nor as to the benefits which will inevitably flow to them 
when access to ocean transportation is afforded. 

Upon the Treaty’s ratification by the United States and Canada 
and upon the provision by the legislative bodies of funds to commence 
pe ont arg the project will furnish employment for a large number 
of workmen. 


The Senate had agreed to a resolution offered by Senator 
Borah, of Idaho, chairman of the committee on foreign rela. 
tions, authorizing and directing that committee or subcommit- 
tee thereof “to make an investigation and to hold hearings with 
respect to matters touching the St. Lawrence waterways treaty 
between the United States and Canada.” The committee is to 
report to the Senate as soon as practicable the results of its 
investigation. Expenses of $2,500 were authorized. 

Senator Borah said the purpose of the inquiry was that the 
Senate might have all the facts in its possession when it took 
up ratification of the St. Lawrence waterway treaty. 

Indications are that the water power questions involved in 
the project will overshadow the navigation features, in the con- 
sideration of the treaty. 

Senator Borah appointed a subcommittee to investigate the 
St. Lawrence treaty as follows: Borah, chairman; Senator La- 
Follette, Wisconsin; Senator Vandenberg, Michigan; Senator 
Glenn, Illinois; Senator Robinson, Arkansas; Senator Walsh, 
Montana, and Senator Wagner, New York. Hearings may be 
begun the middle of August. 


Senator Brookhart issued a statement attacking the treaty 
because he said it put a limit on the power of Congress to 
divert water from the Great Lakes system for navigation 
purposes. 


So far as the Bureau of Publicity of the Democratic na- 
tional committee is concerned, the recent Democratic conven- 
tion did not go on record as approving the St. Lawrence water- 
way project. A mimeographed copy of the Democratic plat- 
form issued by the bureau in Washington does not include the 
reference to the St. Lawrence project that was announced in 
Chicago at the time of the convention. It was stated at the 
Bureau that the official platform did not contain the reference 
to the St. Lawrence and that, therefore, it was not included 
in the mimeographed copies. According to the National Rivers 
and Harbors Congress the reference to the St. Lawrence was 
omitted when the platform was read to the convention. 

Senator Lewis, of Illinois, submitted to President Hoover 
objections of Chicago and of Illinois to the provisions in the 
treaty relating to diversion of water from Lake Michigan, the 
contention being that if made effective they would interfere with 
the diversion of water for the lakes-to-gulf waterway. He indi- 
cated that he had obtained the impression that the President 
might call a special session of the Senate in September to con- 
sider the treaty. 

Apparently the water diversion question is to be one of the 
main issues in the consideration of the treaty by the Senate. 
This question is dealt with in Article VIII of the treaty, which 
is summarized as follows by the State Department: 


Article VIII of the treaty relates to the preservation of the 
levels of the Great Lakes system. This article provides that the 
diversion of water from the Great Lakes system through the 
Chicago Drainage Canal shall conform to the quantity provided 
under the decree of the Supreme Court of the United States of 
April 21, 1930. The article further provides that in the event of 
the government of the United States proposing, in order to meet 
an emergency, an increase in the permitted diversion, and in 
the event of the government of Canada taking exception to the 
proposed increase, the matter shall be submitted for final decision 
to an arbitral tribunal which shall be empowered to authorize for 
such time and to such an extent as is necessary to meet the 
emergency, an increase in the diversion of water beyond the 
limits of the above-mentioned decree and to stipulate such com- 
pensatory provisions as the tribunal shall deem just and equit- 
able. The arbitral tribunal, it is provided, shall consist of three 
members, one to be appointed by each of the governments and 
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the third, who will be the chairman, to be selected by the two 


ents jointly. . 
governmenttel States army engineers state that the quantity of 
water which the Supreme Court decree authorizes the Chicago 
Sanitary District to divert from the Great Lakes watershed is 
sufficient to maintain the operation of the 9-foot canal, from 
Chicago to the Mississippi River through the Illinois River. 

Article VIII also provides that no diversion of water, other 
than that referred to in the preceding paragraph, from the Great 
Lakes system or from the international section of the St. Lawrence 
River to another watershed shall hereafter be made except by 
authorization of the International Joint Commission, on which the 
United States and Canada have equal representation. 


SEAWAY THREATENS ILLINOIS WATERWAY 


Cleveland A. Newton, general counsel of the Mississippi 
Valley Association, says the Lakes-to-the-Gulf Deep Waterway 
cannot be maintained if the minimum annual diversion of water 
from Lake Michigan into the Illinois waterway is only 5,000 
cubic-second feet, instead of 10,000, as at present. It is under- 
stood that the construction of the St. Lawrence Seaway would 
restrict the diversion to 5,000. 

Mr. Newton says the diversion of 10,000 feet for thirty 
years has lowered the lake level only five inches, while a diver- 
sion of 5,000 would raise the level of the lakes two and one- 
half inches. After the first two years of the 10,000-a-year 
diversion, the level was not lowered at all, and he argues that 
it would not be lowered in a hundred years. 

“The waterflow down the St. Lawrence,” he says, “is 350,000 
cubic feet a second, and, if this much water is used for the St. 
Lawrence waterway, surely 5,000 cubic-second feet can be di- 
verted to make a successful Lakes-to-the-Gulf deep waterway. 
The only opposition to this diversion comes from the power 
interests, which regard the water as valuable for projects on 
the St. Lawrence.” 

Mr. Newton says the treaty of 1910 between the United 
States and Canada does not limit the quantity of diversion at 
Chicago. It restricts the diversion by the United States from 
the Great Lakes, he says, to 20,000 cubic-second feet and by 
Canada to 36,000 cubic-second feet. 


HOOVER AND WATERWAY BONDS 


The Traffic World Washington Bureau 


Combing fairly recent history for remarks of Herbert 
Hoover in support of development of the inland waterways 
system of the country as a whole in a limited period of time, 
Senator Shipstead, of Minnesota, author of the Senate bill pro- 
viding for financing inland waterway improvements with bond 
issues, has presented for the consideration of his colleagues in 
the Senate matter indicating a marked contrast between what 
Mr. Hoover said some time ago and what he has said and done 
in the recent past, on the question of waterways. 

Senator Shipstead was impelled to do this because Presi- 
dent Hoover, as he showed, successfully opposed bond issues 
for waterway improvement on a greatly enlarged scale in the 
relief legislation before Congress and because the President’s 
secretaries of the Treasury and the War Department opposed 
the waterway bond legislation. 

Speeches made by Mr. Hoover when he was Secretary of 
Commerce, when he was a candidate for President, and in the 
first year he was in the presidential office, obviously voicing 
the greatest support for waterway projects, were referred to 
by Senator Shipstead. 

In October, 1929, at Louisville, Ky., Mr. Hoover, the sen- 
ator recalled, made the assertion that, “We should complete 
the entire Mississippi system within the next five years.” 

Senator Tydings, of Maryland, thought the President had 
been a little slow in getting started on the five-year program, 
and in commenting on a 1925 utterance quoted by Mr. Ship- 
stead, remarked that he took it for granted that that was in 
the nature of a campaign speech. 

“IT assume and believe that the speech was made in good 
faith,” said Senator Shipstead. “Facts were stated as he saw 
them as an engineer and as an economist.” 

Senator Tydings said it would be interesting to know why 
nothing had been done and why the President had been quies- 
cent on this subject so long, after having made such definite 
statements as to what ought to be done. 

Referring to another statement in favor of waterway devel- 
opment made by Mr. Hoover in 1927, Senator Norris, of Ne- 
braska, said, “That was made while he was out. He feels 
differently since he has gotten in.” 

“Most people seem to feel different after they get in,” 
commented Senator Shipstead. 

The senator found nothing objectionable in Mr. Hoover’s 
remarks on waterways as late as in 1929 but in May 22, 1932, 
came a disturbing note in the letter of the President to the 
American Society of Civil Engineers, in which river and harbor 
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improvements were included by the President in the definition 
of nonproductive public works which “bring no direct income 
and comparatively little relief to unemployment.” 

That declaration went hard with the Minnesota senator. 
He read it twice to the Senate. 

“Those of us who have endeavored to carry out the pro- 
gram of the President (that is, the program enunciated in 1929 
and prior thereto) have had no aid or comfort from the White 
House in stopping pork barrel appropriations and completing a 
businesslike job,” said Mr. Shipstead, after having asserted that 
the present method of paying for waterways was wasteful and 
pork-barrelish in comparison with raising the money by bond 
issues and rapidly completing projects, a view that he believed 
the President had held as indicated by his waterway utterances 
prior to 1932. 

The platforms of the Republican and Democratic parties 
were discussed by Mr. Shipstead. He remarked that the Re- 
publican convention in 1928 did not designate the development 
of inland waterways as “pork.” 

Taking up the 1932 platform of the Republican party, Mr. 
Shipstead evidently had a copy that did not contain the plank 
headed “Inland Waterways” that appears in the platform book- 
let issued by the Republican national committee, for he took 
the tack that the only mention that was made of waterway 
transportation was that it should be regulated on the basis of 
equality with rail transportation. He quoted from the editorial 
in the Traffic World of June 25 wherein it was stated, on the 
belief that a waterway plank of the expected kind was not in 
the platform, that “the platform was excellent in that it con- 
tained no other expression with respect to a continuance of 
inland waterway development.” (This situation was dealt with 
further in The Traffic World of July 9, p. 45, wherein it was 
explained that the platform, as issued by the Republican na- 
tional committee, contained a waterway plank that did not ap- 
pear in the platform as published in the newspapers.) 

Continuing, Senator Shipstead said: 


Comments seem unnecessary. 


When President Hoover learns, as some day he undoubtedly will, 
how his representatives at the Republican convention in Chicago 
dumped into the street his great program for developing the inland 
waterways within a period of five years, I imagine he will ask for 
the resignation of some of his cabinet officers. 

In the absence of Republican support for the President’s water- 
way program, Speaker Garner included the President’s program in 
the Speaker’s relief bill. It came to the Senate under fire from the 
White House as a part of that bill and was taken out in conference 
under the pressure, it was said, of the threat of a veto by the 
President. 

In conclusion let me say to senators who have done me the honor 
of listening to me that we have spent in the last 40 years $470,- 
000,000 on the Mississippi River system. The only part of the tribu- 
taries of the Mississippi that has been completed, and the only rt 
of the Mississippi that has been completed, is up to St. Louis from 
New Orleans. The Ohio River and its tributaries were completed a 
few years ago. It was estimated when the plans were laid for its 
construction that if it could be completed thin 10 years it could 
be constructed for the sum of $60,000,000. But under the system of 
piecemeal appropriation, under the system of piecemeal letting of 
contracts, and under the system of pork-barrel appropriations for 
the benefit of contractors who seemed to want no development fin- 
ished, it took 20 years to develop the Ohio River, and it cost $103,- 
000,000. But in spite of that fact, having been completed, it carried 
64,000,000 tons of freight last year, which is 24,000,000 tons more than 
was carried through the Panama Canal. 

All of the Missouri River, the Upper Mississippi, and the Ten- 
nessee, have not now and have not had any completed channels in 
spite of the fact that hundreds of millions of dollars have been 
wasted in so-called inland waterway development. Because of these 
facts the people of the great Mississippi Valley, comprising 22 or 
23 states, are greatly disappointed that the Congress of the United 
States and the administration, the representatives of the White House, 
have exerted their efforts to prevent a comprehensive scheme for 
financing, letting of contracts, and development of inland waterways 
so that the people of this vast inland empire might have the benefit 
of cheaper transportation and have the benefit of the great savings 
that could be accomplished if this development was carried out on a 
businesslike basis. 

Think of the $470,000,000 invested in the last 40 years without any 
material return, without any material benefit except where com- 
pleted. Think of the loss of interest on the money invested and that 
is unproductive because of this almost criminal system of pork-bar- 
re] waste of public funds. Can we wonder that the people are dis- 
appointed that the promises made to them have been forgotten? 
When is the government of the United States going to keep its 
promises to the people? Either the system of development of inland 
waterways ought to be completed on a businesslike basis and save 
the taxpayers’ money and give relief, or we ought to stop the ap- 
propriations because of their almost criminal waste of public funds. 


Senator Shipstead later referred to his remarks on omission 
of an inland waterway plank from the Republican platform, He 
said he had called attention to the fact that the platform, as he 
had seen it “published in the public press and The Traffic World, 
made no reference to the development of inland waterways.” He 
said he had received a letter from S. A. Thompson, of the Na- 
tional Rivers and Harbors Congress, in which he informed him 
that that part of the platform dealing with inland waterways was 
not presented to the delegates at the Republican convention 
through an oversight. He then submitted for publication in the 
Congressional Record the waterway plank in question which was 
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published in The Traffic World of July 9, p. 45, and asked that 
that part of his previous remarks dealing with that particular 
phase be stricken from the permanent Record. His request was 
granted. 


WATERWAY PROJECTS PROTESTED 


The Traffic World Washington Bureau 


The Board of Engineers for Rivers and Harbors of the War 
Department was told July 19 by F. G. Dorety, vice-president and 
general counsel of the Great Northern Railway, who was ap- 
pearing in opposition to proposed further improvement of the 
Mississippi River at Minneapolis, Minn., to afford additional 
terminal facilities for barge service, that the railroads could 
roll traffic in train-load lots at one-fourth the cost by water. 
He said he was assuming that the railroads already would have 
the roadbed, but that if the government furnished the roadbed 
“we could slash barge rates in half, if not in quarters.” 

The hearing before the board was on a report by the divi- 
sion engineer that the existing harbor facilities in the vicinity 
of Minneapolis “are adequate for present commerce” and would 
permit the development of a substantial increase in commerce. 
The project calls for an extension of the navigable channel from 
its present head at the Northern Pacific bridge upstream 
through St. Anthony Falls to the northern limits of the city 
about five miles. The estimated cost is about $5,000,000 for 
the waterway work. Terminal facilities would have to be pro- 
vided by the city. 

Theodore Brent appeared in support of the project on behalf 
of the city council of Minneapolis. His contention, in the main, 
was that adoption of the project was necessary to give full 
effect to the $124,000,000 9-foot channel project for the upper 
Mississippi. 

C. T. Jaffray, president of the Soo Line, and P. F. Scheune- 
mann, traffic manager of the Monarch Elevator Co., representing 
shippers for whom he appeared before congressional commit- 
tees in opposition to the Shipstead-Mansfield waterway bond 
bill, appeared in opposition to the project. 

Members of the board who heard the testimony were 
Colonels W. J. Barden, Edward H. Schulz, George M. Hoffman, 
Thomas H. Jackson and Edward M. Markham and Lieutenant- 
Colonels Warren T. Hannum and J. J. Loving. 

Colonel Barden, the senior officer, remarked that the case 
was the first he had seen where there was such lack of en- 
thusiasm on the part of the people interested in it. He said 
the city council of Minneapolis was the only group that ap- 
peared to be interested. Mr. Brent said if there were opposi- 
tion to the project in any of the twenty-six wards of the city 
it would be reflected in the council, which he said was unanimous 
on the subject. He said the project would benefit the produc- 
ers of grain because they would get more for their products 
but not those who were dealing in grain. He did not agree 
with an intimation by Colonel Jackson that the outlook for 
continuation of the United States as a substantial grain export- 
ing country was not good. On the lower Mississippi, said Mr. 
Brent, 95 per cent of the grain exports moved by barge. 

Mr. Scheunemann disagreed with Mr. Brent that the im- 
provement would benefit the grain producers and resented 
intimations that the grain dealers were not interested in the 
producers obtaining good prices. Experiences of other river 
terminals as to failing to earn a fair rate of interest on their 
investments should be a warning to Minneapolis, said he. As 
to Panama Canal competition being offered as a reason for 
Mississippi River improvement, he said that situation could 
be remedied if the railroads obtained fourth section relief. He 
said railroads could not grant low rates by having traffic taken 
from them. 

Colonel Markham commented on the “lack of crystallization” 
of sentiment in Minneapolis in support of the project. 

Mr. Scheunemann said not a day had gone by since he 
appeared in opposition to the Shipstead-Mansfield bond bill that 
business men in Minneapolis had not commended him for what 
he had done. 

Mr. Dofety said the Great Northern was opposed to the 
project because it involved alteration of two bridges of the 
company but that it was also opposing it from the standpoint 
of a taxpayer rather than as a competitor of the barge service 
because it did not compete directly with that service. He said 
the project could not be justified on the volume of traffic that 
would be available now, and that unless that volume were mul- 
tiplied at least fifty times it would be cheaper for the govern- 
ment to absorb switching charges between elevators and barges 
and thus remove the barrier the improvement would remove. 

Mr. Dorety challenged a statement by Mr. Brent that traffic 
sought the lowest rate level. He contended that traffic did not 
seek the lowest charge but the best service and that shippers 
were willing to pay higher prices for superior service. He 
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asserted that the experience of the government barge line op 
the lower Mississippi demonstrated that to be true. At least, 
he continued, a differential of only 20 per cent under the all-raij 
rates did not attract the traffic in sufficient volume to support 
the principle enunciated by Mr. Brent. The experience so far, 
he said, indicated that the barge rates were not sufficiently 
under the rail rates to attract any substantial volume of traffic, 
He said it also indicated that the mere deepening of the chan. 
nel between Minneapolis and St. Louis would not greatly in. 
crease the barge traffic. 

On the lower river where the 9-foot channel was com- 
pleted, he said, the tonnage actually handled by the government 
barge line had been only a little over a million tons a year or 
less than one-tenth of the tonnage estimated to be available on 
the upper river. He said if 12,000,000 tons were available to 
the upper river, it would be easy to estimate that several times 
that tonnage must be available to the lower river and yet the 
depressed barge rates with the 9-foot channel had been able to 
attract only a very small fraction of the available traffic. He 
could only account for that, he said, by the fact that the dif- 
ferential in the barge rates was not great enough to overcome 
the greater time required for barge movement and the fact 
that on the upper Mississippi service must be suspended in the 
winter. 

Barge schedules between the Twin Cities and New Orleans, 
he said, were from 18 to 22 days, while the railroads made third 
morning delivery in both directions. He said the barge dif- 
ferential was too small to overcome the disadvantages of the 
barge service as compared with rail service. He dealt in some 
detail with prospective movement in substantial volume of 
flour, wheat, coal and coarse grains, as contended by advocates 
of the project, and contended that the facts did not support 
the contentions. He asserted practically every large coal dealer 
in the Twin Cities was on record as stating that he would not 
receive coal by barge. 

Colonel Barden thought it was only fair to state, in con- 
nection with the testimony as to traffic that would move by 
barge, that the barge services were not yet fully in operation. 
Mr. Dorety thought that the experience on the lower river, 
however, supported his contentions. 

Colonel Barden asked whether the railroads, if the pro- 
hibition in the law against them operating barges on the river 
were removed, would operate barges, remarking that he be- 
lieved that with the efficiency of the men engaged in rail 
service, they could operate barges to advantage. Mr. Dorety 
did not think that any railroad that inquired into the matter 
would avail itself of such an opportunity. It was then that he 
asserted a railroad could move traffic on a comparable basis 
as to tonnage at one-fourth the cost by water, assuming that 
the railroad already had its roadbed. 


“You think that the people of the northwest have been sold 
a ‘gold brick’ on this $124,000,000 improvement?” asked Colonel 
Barden. 

Mr. Dorety said there was no question about it. He said 
he was appalled at the complacency of the people in this re- 
spect in spite of the failure of the demonstration of barge trans- 
portation on the Mississippi. He hoped that “some of us’ might 
make the facts known so that the support for the project 
would crumble. 

A water-grade rail line between Minneapolis and St. Louis 
could be built for $50,000,000, while the 9-foot channel would 
cost $124,000,000 and be available for use practically only half 
a year, according to Mr. Dorety. He also asserted that the rail 
maintenance cost would be much less than the waterway 
maintenance cost. 

Mr. Brent said there was no limitation on the fixing of 
port-to-port rates of the barge line as there was with respect 
to joint rail and barge rates under the jurisdiction of the Com- 
mission and that as to the port-to-port traffic lower rates could 
be made. 

Colonel Markham asked about commercial motor vehicles 
being required to pay for the use of highways and indicated 
he felt they should be required to pay for that. Mr. Brent con- 
tended that the motor carriers were being taxed for that pur- 
pose. Colonel Markham said he thought there should be a tax 
on trucks in addition to the gasoline tax and Mr. Brent said 
such taxes were being imposed. 


Mr. Brent said that if examination were made of the list 
of individuals and firms represented by Mr. Scheunemann in the 
light of disclosure of railroad directors in the report of the 
House committee on interstate and foreign commerce on owD- 
ership of railroads (the so-called Splawn report) it would be 
seen that many of those for whom Mr. Scheunemann spoke were 
directly interested in the railroads. Colonel Barden said he 
did not like it that it had not been made plain that the list 
in question was the one Mr. Scheunemann had submitted to the 
congressional committees in connection with opposing the Ship- 
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July 28, 1932 


stead-Mansfield bill. Mr. Scheunemann said he had not in- 
tended to make the facts appear otherwise than they were in 
that respect and that he had talked with a number of those who 
against the Shipstead-Mansfield bill with 
respect to the proposed extension at Minneapolis, 
Trinity River Project 

Railroad representatives also appeared in opposition to pro- 
posed canalization of the Trinity River in Texas. They included 
Rk. S. Shapard and BE. §. Pennebaker, of the Texas: & Pacific; 
John Lansdale, of the Southern Pacific, and R. Owens, of the 
Missouri Pacific. The project is supported by Senators Shep- 
pard and Connally, of Texas, the Trinity River Canal Associa- 
tion and other Texas interests. The army division engineer 
reported that he was not convinced of the advisability of the 
government undertaking the improvement, chiefly because of the 
narrow widths, low banks, tortuous course, and scant water 
supply of the river in critically dry periods, which made it physic- 
ally unsuited for canalization and also because the cost would 
be disproportionate to any benefits that might accrue. 


EXPRESS BY AIR 


Announcement was made in New York July 19 of the forma- 
of General 





tion 


organization, which, it is stated, 
will begin operation August 1, is said to bring into the field 
of air express an organization able to serve the entire United 
States, as “well as neighboring countries, in connection with 
joint air and rail and air-bus arrangements, 

The air lines that, according to the announcement, have 
joined in the arrangement are Transcontinental and Western 
Air, American Airways, Transamerican Air Lines, 
Airlines, United States Airways, Eastern Air Transport, and 
Pennsylvania Airlines, comprising some 17,600 miles of air line 
route, or more than half of the existing mileage over which 
air mail service is now available. Its operation will mean that 
there will be two major air express Systems in the country 
competing for that class of shipments calling for the maximum 
of expedition in transportation. The Railway 


handling of air express, 
The rate structure of the new company, it was stated, will 
be on a level about 14 per cent under existing air express rates. 
Ordinary business will be limited to shipments of 200 pounds 
and less, with provision made for larger shipments under spe- 
cial arrangement. As examples of the rates that will be charged, 
it Was pointed out that a ten-pound package could be shipped 
between New York and Los Angeles for $10.70, while the 
charges on a shipment of the same size between Chicago and 
New York would) be $3.80. 
According to the announcement, express will be carried on 
regular day and night mail and Passenger planes of the 


of services 
already in operation, the Postal Telegraph Company having 
been giving pickup and delivery in connection with express 
Service of a number of the lines embraced in the new company, 


AIRCRAFT INDUSTRY POLICY 


Suggestions to the aircraft industry for a new national 
aviation policy the substance of which, according to the Post 
Office Department, is that public thought and private activity 
should concertedly endeavor to direct aviation primarily into 
commercial productive channels as one of the most effective 
means of national defense and as a possible definite contribu- 
tion to the return of general business prosperity, have been 
made to the executive and air transport committee of the Aero- 
nautical Chamber of Commerce of America, Inc., by W. Irving 


lover, second assistant postmaster general, speaking on behalf 
of the department. 





“I cannot see how the transport operators can longer re- 
ard themselves as Separate from the rest of the industry and 
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no longer should the industry think of itself only in terms as 
being divided into factions with conflicting interests,” continued 
he. “Air transport, and, especially so, air mail cannot become 


self-supporting, and consequently self-respecting, without the 
assistance of the rest of the i 


industry pulling 
Commercial aviation in all its phases. 

“It has often been my thought (and stil] is) that neither 
commercial nor military airplane manufacturing can survive if 


air transport fails. The future of aircraft manufacturing rests 
on transport.” 


Attention was directed to the fact that 
priafions for the fiscal year 1933 were cut less comparatively 
by Congress than were the 
and Commerce Departments. 


son for this was that Provision was not only being made for 
development of commercial aviation but for national defense in 
the event of an emergency. Continuing, Mr. Glover said: 


When the five year military programs were authorized and 
the air commerce act was passed, and amendments were made 
to the contract air mail law to provide a more practical incen- 


was assured; 
was our hope, but the question which confronts us today is, 

been accomplished?” Unproductive armaments 
maintenance of munitions resources, solely as such, are ji 


more con- 
From what little 
I know of your organization, it seems to me that, in the Aero- 
nautical Chamber of Commerce, you transport operators have the 
best means for promoting traffic, improving operations and main- 
tenance, and reducing the cost of doing business. Because prac- 
tically every other Phase of aviation is organized by sections 
within the chamber, as are the air operators, it would seem to 
me that the Chamber presents the medium for the industry as 
a whole to recognize divergent or indefinite opinions on what 
course should be followed with regard to a new national avia- 
tion policy. . . It would seem that a new unified policy, in which 
military, commercial, industria] and governmental interests, 
participate, would result in a very great gain being accomplished 
for the greater Success of the aviation policy of this country .., 

Is it not true that the question is no longer, “How much 
ic treasury?” 


, prematurely created, 
would simply dilute existing traffic and further weaken the indus- 


Self-respecting aviation 
definite policy for the achievement of this 
certain that, if we unitedly endeavor, all 
reach this objective quickly and, 
definitely 


And I 
hand in hand, we can 
in so doing, we will not only 
security but personally, I hon- 
& substantial contribution to 
the general business prosperity of this country 


eee een 
TRANS OCEANIC AIR SERVICE 


All concessions and operating agreements covering a 4,369- 
mile air route, linking North America and Europe, owned by 
Transamerican Airlines Corporation, have been transferred to 
Pan American Airways. The latter is now providing air trans- 
portation between this country and 33 Latin American countries. 
The proposed inter-continental route extends from Detroit to 
Copenhagen, Sweden, and has been surveyed by Transamerican. 

It comprises ten “legs,” none of which is more than 495 
miles long, extending from Detroit Over northern Canada, Green- 
land, Iceland, ete. Of the 4,369 miles of the route, approxi- 
mately 2,600 miles are over land. Agreements and concessions 
involved in the transfer include a 75-year concession from Ice- 


a eatin 
U. S. TIED TO COLOMBIA BY AIR LINE 


An air express service between the United States and the 
Republic of Colombia has been inaugurated by an American 
and a Colombian air transportation company, according to a 
report from Consul Erik W. Maguson, made public by the 
Department of Commerce. It ig Stated by company officials 
that the service wil] soon be extended to include all other 
countries of the two Americas. 


The new South American Service, it ig said, comprises a 
system of international transportation of merchandise wholly 
by air, which allows the rapid transfer of many articles here- 


Low rates, speed and simplified transportation regulations 
are said to feature the new service. Goods sent under an “Air 
Express Bill” from one country to the other will reach their 
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destination in not more than six days, according to the officials 
of the company, and consular invoices are not required, being 
substituted for by a commercial invoice. 

Parcels sent to Columbia as air express packages are, ac- 
cording to a special governmental decree, exempt from the 
15 per cent import duty which is charged on other post parcels 
entering the country, the report states. 


AIR SERVICE AND BUSINESS 


“Acting on a tip obtained through the Commerce Depart- 
ment that a certain South American capital intended to place 
a large order for municipal equipment, an enterprising middle- 
west salesman ‘jumped’ an international air liner and in three 
days was in that city,” says the Department of Commerce. “It 
took him less than that time to clinch the contract for his firm 
and he departed with an order calling for $20,000 worth of sup- 
plies. This particular sale was a more-than-ordinary achieve- 
ment in view of the fact that together with foreign competition 
there was keen local competition to be overcome.” 


AIRCRAFT AND PILOTS 


There were 18,069 pilots and 7,439 aircraft holding active 
Department of Commerce licenses on July 1, 1932, according to 
an announcement by Clarence M. Young, Assistant Secretary of 
Commerce for Aeronautics. These totals, taken from a study 
made by the aeronautics branch of the Department of Commerce, 
may be compared with those for April 1, 1932, when there were 
17,628 licensed pilots and 7,476 licensed aircraft. 

The total number of aircraft, licensed and unlicensed, of which 
the branch had record on July 1, was 10,635 as compared with 
10,672 on April 1. Unlicensed craft (hearing identification num- 
bers only) totaled 3,196 on the first of July, which was the same 
number as on the first of April. Among the 18,069 persons hold- 
ing pilots’ licenses as of July, there were 7,021 of the transport 
grade, 1,376 limited commercial, 35 industrial pilots and 9,637 
licensed in the private classification. The licensed pilots in- 
cluded 520 women, whose licenses were divided as follows: 
Transport, 53; limited commercial, 46; industrial, 1; and pri- 
vate, 420. 

Leading the states in number of aircraft, licensed and un- 
licensed, was New York with 1,232. California was second with 
1,162 and Illinois third with 689. Considering licensed aircraft 
only, New York led with 987; California followed with 939 and 
Illinois was third with 483. The greatest number of unlicensed 
aircraft was in New York, where there were 245; while Cali- 
fornia had the next greatest number, 223; and Illinois was third 
with 206. 

In number of licensed pilots, California led with 3,497; New 
York was second with 1,815 and Illinois third with 1,117. 


REVENUE FREIGHT LOADINGS 


Loading of revenue freight the week ended July 9 totaled 
416,950 cars, according to reports filed by the railroads with the 
ear service division of the American Railway Association. Due 
to the observance of Fourth of July holiday, this was a de- 
crease of 72,323 cars below the preceding week this year. It 
also was a reduction of 345,494 cars below the corresponding 
week in 1931 and 499,035 cars under the same period two years 
ago. In making comparisons with the week of July 9 this year, 
however, consideration must be given to the fact that the cor- 
responding weeks in 1931 and 1930 did not include a holiday. 

Miscellaneous freight loading the week ended July 9 to- 
taled 150,716 cars, a decrease of 32,389 cars below the preced- 
ing week; loading of merchandise less than carload lot freight 
totaled 143,496 cars, a decrease of 27,817 cars; grain and grain 
products loading for the week totaled 30,310 cars, 28 cars below 
the preceding week; coal loading totaled 60,007 cars, a de- 
crease of 7,223 cars; forest products loading totaled 11,461 
cars, a decrease of 3,959 cars; ore loading amounted to 5,601 
cars, an increase of 490 cars above the week before; coke load- 
ing amounted to 2,435 cars, a decrease of 598 cars below the 
preceding week, and live stock loading amounted to 12,924 cars, 
a decrease of 799 cars. 

Revenue freight loading by districts the week ended July 
9 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 4,171 and 6,111; live 
stock, 1,486 and 1,769; coal, 13,456 and 23,986; coke, 671 and 971; for- 
est products, 1,090 and 2,464; ore, 1,150 and 3,413; merchandise, L. C. 
L., 37,478 and 58,558; miscellaneous, 32,696 and 64,779; total, 1932, 
92,198; 1931, 162,051; 1930, 201,938. 

Allegheny district: Grain and grain products, 1,974 and 2,962; 
live stock, 1,188 and 1,305; coal, 15,455 and 29,661; coke, 915 and 
2,477; forest products, 463 and 1,370; ore, 737 and 6,817; merchandise, 
L. C. L., 28,989 and 45,921; miscellaneous, 29,609 and 58,041; total, 
1932, 79,330; 1931, 148,554; 1930, 187,701. 

Pocahontas district: Grain and grain products, 196 and 199; live 
stock, 182 and 159; coal, 18,161 and 32,399; coke, 139 and 248; forest 
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products, 351 and 747; ore, 31 and 183; merchandise, L. C. 


L. 
and 5,973; miscellaneous, 3,417 and 5,913; total, 1932, 26,561; it 
45,821; 1930, 52,930. ‘ 

Southern district: Grain and grain products, 2,112 and 3,283. live 
stock, 849 and 1,038; coal, 7,652 and 13,497; coke, 162 and 394; forest 
products, 4,085 and 8,682; ore, 90 and 617; merchandise, L. C. L., 24,046 
and 34,882; miscellaneous, 21,855 and 40,774; total, 1932, 60,851; 193) 
aang Me Mn , a ; 

orthwestern district: Grain and grain products, 3,895 and : 
live stock, 2,960 and 6,367; coal, 1,678 and 3,280; coke, 415 ona ae 
forest products, 2,390 and 5,383; ore, 2,958 and 22,879; merchandise 
L. C. L., 17,670 and 27,495; miscellaneous, 18,809 and 33,311; total’ 
1932, 50,775; 1931, 106,177; 1930, 143,277. ; 

Central Western district: Grain and grain products, 12,979 and 
30,563; live stock, 5,049 and 6,015; coal, 2,332 and 4,370; coke, 75 and 
gh gg Po gee igs Fae a. ore, ef 1,974; merchandise 

a , an 9,045; miscellaneous, ,092 and 50,754; 4 
1932, 71,349; 1931, 127,264; 1930, 136,873. —_ 
_ Southwestern district: Grain and grain products, 4,983 and 10,535. 
live stock, 1,210 and 1,347; coal, 1,273 and 2,698; coke, 58 and 65: 
forest products, 1,241 and 3,116; ore, 89 and 405; merchandise, L, ¢ 
L., 10,794 and 14,945; miscellaneous, 16,238 and 36,248; total, 1939 
35,886 1931, 69,410; 1930, 74,129. ; 

Total, all roads: Grain and grain products, 30,310 and 60,372; liye 
stock, 12,924 and 18,000; coal, 60,007 and 109,891; coke, 2,435 and 
5,080; forest products, 11,461 and 26,174; ore, 5,601 and 36,288; mer- 
chandise, L. C, L., 143,496 and 216,819; miscellaneous, 150,716 and 
289,820; total, 1932, 416,950; 1931. 762,444; 1930, 915,985. 

Loading of revenue freight in 1932 compared with the two 


previous years follows: 





1932. 1931 1930 

Four weeks in January ......... 2,269,875 2,873,211 3,470,797 
Four weeks in February ....... 2,245,325 2,834,119 3,506,899 
Four weeks in March ........... 2,280,672 2,936,928 3,515,733 
Dive WOGES IM ATH 2... cccscccs 2,772,888 3,757,863 4,561,634 
Four weeks rere 2,087,756 2,958,784 3,650,775 
Pour weeks in June ....cccccccse 1,966,355 2,991,950 3,718,983 
Week CMEC GUY Bune ccccccccens 489,273 667,630 792,053 
Week ended July 9.............. 416,950 762,444 915,985 
WOE Sik dk adiseuwsaenedewaiunes 14,529,094 19,782,929 24,132,859 


SOUTHERN PACIFIC CHANGES 


In connection with announcement last week of extensive 
changes in the executive organization of the Southern Pacific 
Company (see Traffic World, July 16, p. 116), Hale Holden, 
who was elected to the newly created position of chairman of 
the company, with direct control of its affairs, issued the fol- 
lowing statement: 


The purpose of these changes is to simplify and adjust the or- 
ganization more closely to present day conditions. The office of 
chairman, newly created, places the control and direction of the 
affairs of the company in a single authority, with the support and 
assistance of two principal officers, the vice chairman and _ the 
president. 

Southern Pacific is one of the largest transportation systems in 
the United States, and with combined rail and Atlantic steamship 
service maintains operations from coast to coast. It is deeply con- 
cerned in the rapid development in recent years of new forms of 
competition by water, highway and air, and has been active in 
adapting motor bus and truck operations as supplemental to rail 
service and in efforts to revise its own methods of operation and to 
secure public authority to enable it to compete_on fair terms with 
steamship lines operating through the Panama Canal, and along the 
Pacific coast. The vice chairman will give especial attention to these 
fundamental and important features of the company’s affairs, in 
addition to the other duties of his office. 

The president will have jurisdiction over all rail and steamship 
lines. Heretofore the lines west of Ogden and El Paso have been 
operated separately from those in Texas and Louisiana and from the 
steamship lines. The operations of these three units will now be 
merged under a shnais connate officer, and it is believed that econ- 
omy and greater efficiency will be secured. In addition to direct 
operations of its own, Southern Pacific is interested, as stockholder, 
in a number of affiliated companies of considerable size. These in- 
clude Southern Pacific Railroad Company of Mexico, St. Louis South- 
western Railway, Northwestern Pacific Railroad Company, San Diego 
and Arizona Railway Company, Pacific Electric Railway Company, 
Pacific Fruit Express, Pacific Greyhound and a number of others of 
lesser moment. It is owner of a large amount of timber lands and 
other lands containing proven and — oil and gas reserves, 
coal, iron ore and others minerals. he geographical scope of these 
direct and associated operations extends from coast to coast and 
requires distribution of authority for efficient and prompt administra- 
tion. It is believed that the organization just announced will improve 
the methods of handling these various interests. 

The earnings of the Southern Pacific, like those of all carriers 
have been seriously affected by the general depression, and the sharp 
reduction in movement of freight and passenger traffic. It has put 
into effect every known economy and improved method of operation 
to reduce expenses. With any moderate revival of traffic, business 
offered will be handled under these economies at low cost and im- 
proved net results, and recovery of usual strong position should not 
then be long delayed. 


NO LOUISIANA HEARINGS 


Shippers and carriers have been advised by Francis Wil- 
liams, chairman, Louisiana Public Service Commission, that, 
due to inability of the commission to draw on funds accumu- 
lated for its use with the state treasurer, no hearings can be 
conducted. Chairman Williams stated that approximately 100 
dockets awaited action. The public service agency has a spe 
cial fund into which certain fees are paid, the money to be 
used for operation of the commission. The funds, howevel, 


may be drawn only on order of a majority vote of a committee 
controlled by Senator (Kingfish) Long, politically opposed to 
Chairman Williams. 
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RATES ON TRUCKS AND TRAILERS 


DDED economy for shippers using the service whereby 

loaded trucks or trailers are transported on flat-cars between 
Chicago and Milwaukee or Racine, Wis., is now offered by the 
Chicago, North Shore and Milwaukee Railroad with the estab- 
lishment of flat rates for trucks or trailers, it is announced by 
Roy Thompson, traffic manager. 

The new rates, which replace the former rates based on 
weight of merchandise, are as follows: trucks or trailers not 
exceeding 18 feet in length, $12; over 18 feet but not exceeding 
9 feet in length, $15; over 25 feet but not exceeding 32 feet 
in length, $18. Under the former tariff the rates were 10 cents 
a hundred pounds, minimum load 15,000 pounds for trucks or 
trailers up to 23 feet in length, and 10 cents a hundred pounds, 
minimum load 18,000 pounds, for trucks or trailers over 23 feet 
in length. ; 

“Since this new service was inaugurated the first of April, 
it has become increasingly popular with both trucking com- 
panies and shippers making their own deliveries by trucks in 
this territory,’ said Mr. Thompson. “These new rates have 
been established to comply with many requests from shippers 
who want to use this service. Also, we have found that a flat 
rate per truck or trailer is more satisfactory and economical 
for the shipping public. 

“In this new service the trucking companies or shippers 
load their own equipment and spot it on specially constructed 
flat-cars at terminals in Chicago, Milwaukee, or Recine. Ramps 
at the stations enable the shippers or their agents to drive 
their trucks onto the flat-cars from the street, eliminating the 
need for any special loading or unloading equipment. The 
trucks or trailers are held fast on the flat-cars by a locking 
device while in transit. On arrival at their destination, the 
loaded trucks or trailers are driven from the flat-cars by the 
consignee or their agents at the terminal.” 


LOUISIANA MOTOR REGULATION 


Promulgation of the new Louisiana act regulating “con- 
tract’ motor trucks and revising license provisions for motor 
vehicles operated for profit on the highways, and a companion 
act for regulating speed, load, etc., of every vehicle is being 
effected, with the former to become effective July 27. A third 
act requires vehicles operated on the “share expense” plan to 
carry the “for hire” license plates. 

Act No. 20 places contract carriers on the basis with com- 
mon carrier trucks and busses in so far as taxation is con- 
cerned. Previously contract carriers evaded the higher rates 
of common carrier taxation. Charges imposed under the new 
act are: For privately owned trucks with pneumatic tires, 
68c per h. p. plus $5 for net carrying capacity up to 3,000 Ibs.; 
$10 for net capacity from 3,001 to 5,000 lbs.; $13 for 5,001 to 
6,000 lbs.; $18 for 6,001 to 7,000 Ibs.; $26 for 7001 to 8,000 Ibs.; 
$32 for 8,001 to 10,000 lbs., and $150 for each 1,000 lbs. addi- 
tional to 10,000 lbs. A slightly higher rate applies to trucks 
With solid tires. 

For each contract or common carrier, the following charges 
are to be levied: The 68c per h. p.; a weight tax, pneumatic 
tire equipment, of $6 for up to 4,000 lbs. (now $12.50), $15 for 
4,001 to 5,000 Ibs. (now $25), $22 for 5,001 to 6,000 lbs. (now 
$35), $29 for 6,001 to 8,000 Ibs. (now $40), $29 for 8,001 to 10,000 
lbs. (now $45); as a compensatory charge for use of the public 
highways and bridges, an amount equal to one-half the other 
license fees charged, subject to a refund of three-fourths such 
amount if the vehicle operates for less than 5,000 miles, one- 
half if from 5,001 to 10,000 miles, one-third if from 10,001 to 
20,000 miles, one-fourth if from 20,001 to 30,000 miles, and none 
if in excess of 30,000 miles. 

_ The fee on vehicles for hire and privately operated exclu- 
sively in cities of 10,000 population or more will be $10 per ton. 

Act 21 vests in the Louisiana Highway Commission full 
authority to control, regulate, and supervise all traffic on the 
public roads; abolishes the 45 miles an hour maximum speed 
heretofore set, substituting a provision that the operator shall 
not operate at “other than at a careful, prudent, reasonable 
and proper speed, having due regard . . .” etc.; limits speeds 
of vehicles of 6,000 pounds or more gross weight to 35 miles an 
hour; limits maximum speeds through incorporated towns to 
25 miles; limits bus speeds to 45 miles an hour maximum; 


The Traffic World 


Motor Vehicle Transportation 





PAGE 159 








provides that authorities of incorporated towns of less than 
15,000 population may not enact regulations lowering the 25- 
mile maximum speed limit. 

After January 1, 1934, maximum allowable widths of vehicles 
will be 96 inches, height 12% feet, length 33 feet, motor vehicle 
and trailer length 45 feet, weight on truck 7,000 lbs., weight on 
truck and trailer 10,000 lbs. Exemptions as to height, length 
and weight will apply to vehicles used to transport property 
from point of origin to destination when the destination is less 
distant than the nearest practicable receiving point of a com- 
mon carrier equipped to carry freight, but in no event will 
total length exceed 55 feet, total load exceed 14,000 lbs., with- 
out special permit, and in no event shall the length of haul 
exceed 30 miles. 

The limitations do not apply on vehicles transporting com- 
modities to a mill, gin, or refinery for original manufacture, 
provided the haul is not more than 30 miles; also a net load 
of 12,000 pounds may be carried by a truck going on a route of 
not more than 60 miles for delivering freight, provided it re- 
turns substantially empty. 

Act 22 prohibits the operation of the motor vehicle in 
“share expense” trips unless the “for hire” license is paid. 


TEXAS TRUCK REGULATION 


Declaring that the legislature has, in effect, “ruled the 
motor truck from the highways of Texas” by establishing a 
maximum load limit weight of 7,000 pounds and providing other 
restrictions against their operation, the Truck Operators’ 
Alliance of Texas, through its president, R. W. Peckham, of 
Houston, has addressed a letter to all candidates for public office 
in the state in which he says the elimination of motor trucks 
from the highways of Texas means a gross business loss of 
seven hundred million dollars annually. 

“Roads were built at a cost of more than two hundred 
million dollars, not counting lateral roads, with a mortgage 
placed on property to foot the bill,” Peckham said. “The com- 
mercial motor vehicle, it is argued, reduced transportation costs, 
maintained the roads and in gas taxes produced $5,000,000 in 
excess of the total cost of maintenance. In other taxes the 
truck yielded $45,000,000 more, or 25 per cent of the cost of 
the state highway system. 

“But the last legislature, in effect, ruled the truck from the 
highways. The roads become unproductive except in pleasure 
to joy riders and because they are rendered unproductive the 
total cost of road betterment falls back upon property. 

“Gross losses annually in business alone is reported as fol- 
lows: Tire sales, $54,000,000; replacement of trucks, $200,000,000; 
insurance on trucks, $14,000,000; repairs and upkeep, $60,000,000; 
oil and gasoline sales, $162,000,000; other losses (estimated) 
$210,000,000.” 

Enforcement by the Texas railroad commission of the new 
law regarding the operation of motor trucks is being prevented 
by so many temporary injunctions that the act is said to be prac- 
tically a nullity. As fast as pending cases in the courts are dis- 
posed of new suits are filed. In the district court at Rankin, 
Judge Joe Montague has just granted to 25 lines of motor trucks 
temporary injunctions, restraining state and county officials from 
enforcing the weight limit, the height and width restrictions of 
the law as it applies to them. These cases will not come up for 
hearing on their merits before the February term of court. 

The injunctions could be dissolved on motion of the de- 
fendants or by appeal to the court of civil appeals. They were 
brought to obtain an adjudication of the meaning of the “prac- 
ticable” common carrier receiving or loading point “equipped to 
transport a load” as well as to determine the constitutionality 
of the law. The truck firms contend that the truck act arbi- 
trarily discriminates against those who transport property in 
favor of motor busses which carry passengers. 

Pending final outcome of these suits the plaintiff truck op- 
erators may disregard the law which fixes the maximum of truck 
loads at 7,000 pounds and places a maximum on height and 
width of such vehicles. 


BUS APPLICATION DENIED 
Four bus companies were denied permits to operate intra- 
state in Illinois, between Springfield, Decatur, Champaign, Ur- 
bana, Danville, and the Illinois-Indiana state line, by the IIli- 
nois Commerce Commission, July 16, on the grounds that the 
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proposed services would duplicate services already available 
by rail and that granting of the permits to the bus company 
would mean further curtailment of existing rail services. 

The applications were made by the Tri-State Bus Company, 
Illinois Power and Light Corporation, Illini Coach Company, 
and Wabash Motor Transit Company. The Illinois Power and 
Light Company is owner of the Illinois Terminal Company, 
which operates an electrified rail service between the points 
involved. In its application, it maintained that if bus service 
were to be instituted, it should be permitted to operate it. 

In its order, the commission pointed out that the railroads 
were large tax payers in the communities affected, and large 
employers of labor. Whatever convenience might accrue to a 
small number of people as a result of granting the applications, 
it said, would be more than offset by the unfavorable financial 
effect on the communities. 


TO ATTACK STORE DOOR DELIVERY 


Attorneys for Brooklyn, N. Y., terminal interests are pre- 
paring papers for use in the event they finally conclude to 
do so in injunction proceedings to enjoin the filing of tariffs 
by New York lines establishing store door delivery in the 
metropolitan area. The ground of the attack in contemplation 
is that the proposing lines have not obtained certificates of con- 
venience and necessity by permitting them to make exten- 
sions of their lines, such as would be the effect, they contend, 
of the establishment of the proposed rates. 

An argument in the matter is that the extensions would 
be made, to the damage of existing agencies of transportation, 
without a showing of public convenience and necessity there- 
for. The thought when the preparation of the papers was begun 
was that it would be better for all concerned to have the matter 
litigated before the tariffs proposing the service were filed 
than after. The tariffs might be subject to protest and sus- 
pension, it has been admitted by those interested, but in that 
connection it is pointed out that an investigation and suspen- 
sion proceeding is narrow in its scope, the main question being 
whether the proposed rates are just, reasonable and non-preju- 
dicial. The justness of the rates for the service, it is pointed 
out, would be a relatively small one if it were deemed desirable 
to raise it at all in connection with a new service. 


ILLINOIS MOTOR VEHICLE REGULATION 


Following a decision of the federal district court at Dan- 
ville, Ill., declaring constitutional the provision in the Illinois 
motor vehicle law, enacted at the 1931 session of the legisla- 
ture, limiting the length of single vehicles operating on the 
highways to 35 feet, Chief of Highway Police Walter L. Moody, 
at Springfield, has announced that the length limitation will be 
enforced, beginning July 20. 

The legislation was attacked in the courts as unconstitu- 
tional by a number of highway operators, including a group of 
Michigan automobile haulers. A verbal opinion dissolving the 
injunction obtained by the operators was handed down by the 
court several weeks ago (see Traffic World, June 25, p. 1344). 
The written opinion was signed by the three presiding judges 
this week. 

Under the law, a tractor and semi-trailer combination is 
considered a single vehicle. Enforcement of the provision, it 
is stated, will drive a large number of motor vehicle units off 
the highways. The motor vehicle law also included a provi- 
sion limiting combinations of vehicles to a length of 40 feet. 
That provision is not to be made effective, however, until Jan- 
uary 1, 19338. 


NORTHWEST SHIPPERS’ BOARD 


The thirty-ninth formal meeting of the Northwest Shippers’ 
Advisory Board will be held in Superior, Wis., July 26. A 
meeting of the executive committee will precede that of the 
board. Conditions surrounding the marketing and transporta- 
tion of this year’s grain crop and highway transportation are 
among subjects to be discussed. Addresses of welcome will 
be made by George E. Dietrich, mayor of Superior, and Clough 
Gates, president, Superior Association of Commerce. 

“Probable conditions that will surround marketing of this 
year’s grain crop, together with the export situation,” will be 
discussed by W. R. McCarthy, at the morning session, and 
Perry R. Moore, counsel for the Regulated Motor Transport 
Association of Minnesota, will speak on “The Regulated Motor 
Carrier—Its Place and Its Problems” at the luncheon. 

Report of the railroad contact committee will be presented 
by Carl R. Gray, Jr., president of the Omaha Railroad, and 
general transportation conditions reviewed by L. M. Betts, man- 
ager closed car section, car service division, American Railway 
Association, while District Manager P. J. Coleman will cover 
conditions local to the board. 
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Questions and Answers 


I‘ this column will be answered questions of both legal and practicg 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will giv 
his opinion in answer to any simple question relating to the law of interstat, 


transportation of freight. A traffic man of long experience and wide know). 


edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper fo, 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C, 
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Rates—Reasonableness of—Rate in Opposite Direction 


Ohio.—Question: We would like to know whether you have 
any record of cases decided by the Commission where rates in 
one direction were alleged to be unreasonable or discriminatory 
because they were higher than the rates in the reverse direc. 
tion on the same commodity via the same route and if such 
a condition in itself might be considered prima facie evidence 
of discrimination or preference and prejudice. 

Answer: A rate in one direction in excess of the rate be 
tween the same points in the opposite direction does not demon- 
strate the unreasonableness of the higher rate, especially where 
it is a class rate and the movement of the particular traffic is 
not of sufficient volume to warrant the establishment of a con- 
modity rate. Parlin & Orendorff Co. vs. S. P. Co., 42 IC. ¢. 
29, 30. 

Though maintenance of a higher rate than that which 
applies for movement between the same points in the opposite 
direction ordinarily requires explanation, the higher rate cannot 
be condemned solely on that circumstance. Hyman-Michaels 
Co. vs. Director General, 80 I. C. C. 705. 

The above decisions show that something more than evi- 
dence of the rate in the reverse direction is essential to a 
finding in your favor that the rate from B to A is unreasonable, 
There are numerous factors which have a bearing upon the 
determination of whether a rate is unreasonable, the commodity 
involved, the location of the points, and other circumstances 
determine what factors should be stressed. In Birmingham 
Traffic Bureau vs. St. L. S. F. Ry. Co., 68 I. C. C. 108, it was 
held that the class rates in one direction were unreasonable and 
unduly prejudicial to the extent that they exceeded the con- 
temporaneous rates in the reverse direction. In this case the 
Commission, on page 109, said: 

In the case cited we said that “where the transportation conditions 
affecting the movements in opposite directions between the same 
points are substantially similar there should be no material disparity 
in rates.””’ We see no reason why the same rate should not apply in 
both directions between Birmingham and Memphis. This would also 


be in harmony with the intention of the carriers as repeatedly ex- 
pressed when dealing with the southeastern adjustment. 


Tariff Interpretation—Application of Intermediate Rule Where 
Carrier Has More Than One Route Between Origin and 
Destination 


Alabama.—Question: There is published on sand rubbed 
marble from Gantt’s Quarry, Ala., to Detroit, Mich., a rate of 
34c per 100 lbs., as per Item 781-A, page 6, Supplement 23 to 
L. & N. Railroad Tariff GFO 23-D, ICC 15929. By reference to 
symbol “C” it will be observed said rate is subject to the in 
termediate rule via L. & N. Railroad to Cincinnati, B. & 0. 
to Toledo and M. C. beyond. The above routing is in connec: 
tion with the B. & O. from Cincinnati to Toledo, and said rout 
ing does not specify any particular junction point. 


We had a movement of sand rubbed marble from Gantt’s 
Quarry, Ala., to Columbus, Ohio, and it is our view and conten- 
tion that the rate in question will apply via Newark, Ohio, and 
Willard, Ohio, through Columbus, as well as via the short 
direct route of the B. & O. through Hamilton, Dayton and Lima, 
Ohio. The intermediate note on page 2, Supplement 20, author- 
izes protection of rate to the next point beyond through the 
intermediate point. 

In considering this question, we direct your attention t0 
the fact that the routing of the L. & N. south of the River is 
specifically and definitely provided for by naming the junction 
point. But naming of the junction points is omitted in con 
nection with the haul beyond the River. The distance via the 
direct route of the B. & O. from Cincinnati to Detroit is 20 
miles and the distance from Cincinnati to Detroit via the route 
through Columbus, Newark and Willard is 337 miles. The 
distance from Gantt’s Quarry to Cincinnati is 524 miles, and 
therefore, considering the total distance involved from Gantts 
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Quarry to Detroit, the route through Columbus is 118 per cent 
of the direct route. 

An expression from you as to the applicability of the De- 
troit rate under the intermediate rule via the route through 
Columbus, Ohio, will be appreciated. 

Answer: The Commission has held, in numerous cases, that 
in the absence of routing restrictions the intermediate rule will 
apply at points intermediate to the more distant point by all 
reasonably direct routes. Toberman-Mackey Co. vs. C. B. & 
Q. R. R. Co., 122 I. C . C. 299; Curtis Leather Co. vs. A, T. & 
S. F. Ry. Co., 151 I. C. C. 610; Miles Medical Co. vs. B. & O. 
R. R. Co., 118 I. C. C. 33. However, in Exall & Company vs. 
C. B. & Q. R. R. Co., 153 I. C. C. 115, and Bacon Bros. vs. I. H. 
B. R. R. Co., 139 I. C. C. 53, the Commission holds that the 
rate to the more distant point will not apply via routes which 
are unduly circuitous. 

In Perrine-Armstrong Co. vs. Pa. R. Co., 169 I. C. C. 553, 
the Commission said: 


In neither of the two cases nor in any other have we fixed a 
standard by which to determine what constitutes an unnatural or 
excessively circuitous route. Nor does it seem feasible to do so in 
the instant case. Questions of this kind must necessarily be deter- 
mined in the light of the facts and circumstances surrounding the 
particular movements. 


In Canada Power & Paper Corp. vs. N. Y. C., 169 I. C. C. 
502, the Commission held that routes 25 per cent to 30 per cent 
longer than the more direct route were not unduly circuitous. 
See, also, Keystone Steel & Wire Co. vs. C. & N. W. Ry. Co. 
167 I. C. C. 235. 

Further exceptions to the rule are that the route must be 
a reasonable one from an operating standpoint, San Luis Valley 
Chamber of Commerce vs. Davis, Director-General, 87 I. C. C. 
291, and that the use of the route must not result in a violation 
of the long-and-short haul provision of the fourth section. Dale 
Oil Refining Co. vs. C. G. W. R. Co., 177 I. C. C. 154, which 
decision was based upon the decision in Great Northern Ry. 
Co. vs. Delmar, 283 U. S. 686, 51 S. Ct. 579. 


Limitation of Action—Reopening of Claim for Overcharge 


Illinois —Question: Your issue of June 25, 1932, page 
1350, under the above caption, in answer to Arkansas, you state 
the claim would be considered as to having been reopened for 
amendment and not presented as a new claim. 

We are of the thought that Section 16, paragraph 3-C, of 
the Transportation Act, definitely defines a three-year limita- 
tion as to the filing of claims and the claim having been filed 
and paid within the three years, the statute of limitations could 
not be extended beyond the three years, except on claims that 
are disallowed when six months’ extension is permitted from 
date disallowed. 

As no disallowance is indicated, will you not give us the 
benefit of your opinion as to further claims being barred since 
it was not filed within the three years. 

Answer: While there is no statutory provision fixing a 
limitation period within which a claim for overcharge may be 
paid by a carrier, the Commission construes the decision in 
K. C. S. Ry. Co. vs. Wolf, 261 U. S. 133, 43 S. Ct. 269, as pre- 
cluding a carrier from paying, subsequent to three years, a claim 
for overcharge filed either within or subsequent to the expira- 
tion of the three-year period, unless within the three-year 
period the claim has been presented to the Commission or to 
a court of competent jurisdiction in accordance with the applic- 
able provisions of the Act. 

The result above stated, being akin to a statutory limita- 
tion, it would appear that the principle of the decisions cited 
in our answer to which you refer may be applied. 


Freight Charges—Nonliability of Consignee When Agent Hav- 
ing No Beneficial Title in Shipment 


Florida.—Question: We would like to get your opinion as 
to the liability of the consignee on a shipment billed to the con- 
signee at a diversion point from which point he issued diversion 
to final destination, and in which shipment he has no beneficial 
title, but is simply acting as agent of the owners. 

In order to make it entirely clear, we enclose a sample of 
bill of lading and diversion order which shows car of tomatoes 
billed from West Coast Tomato Company at Sanford to John 
Smith at Waycross, Ga., on which bill of lading the West Coast 
Tomato Company has signed Section 7, and which shipment 
was diverted the following day or June 15, to John Smith, 
advise John Brown and Company, Chicago, Ill. The diversion 
order carriers a notation that the consignee, or John Smith, 
is not the beneficial owner and gives the name and address 
of the beneficial owner, pursuant to the provisions of amended 
paragraph No. 2 of Section 3 of the Interstate Commerce Act, 
effective March 4, 1927. 

You will observe that a copy of the diversion order is also 
mailed to the delivering carrier at Chicago, Ill. We would like 
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to know if the original consignee, John Smith, would be rz. 
lieved of liability for any freight charges that may result from 
failure to collect proper charges at destination, or for any deficit 
that might result from shipment being abandoned for freight 
charges. . 

In giving your answer, kindly make reference to court de. 
cisions supporting same. 

Answer: We can locate no decisions of the courts cop. 
struing the application of paragraph 2, of Section 3, of the Act 
as to facts similar to those in the instant case. This para. 
graph and section of the Act provides that where a carrier by 
railroad is instructed by a shipper or consignor to deliver prop. 
erty transported by such carrier to a consignee other than the 
owner or consignor, such consignee will not be legally liable 
for transportation charges (beyond those billed against him 
at the time of delivery for which he is otherwise liable) jn 
the case of a shipment reconsigned or diverted to a point other 
than that specified in the original bill of lading, provided he 
has notified the delivering carrier in writing of the name and 
address of the beneficial owner of the property; that in such 
case the beneficial owner shall be liable for such additional 
charges, irrespective of any provisions to the contrary in the 
bill of lading or in the contract under which the shipment js 
made. 

The provisions of paragraph 2, of Section 3 of the Act, 
relating to this question are unartfully drawn, but it seems to 
us that the above is the proper construction of the provisions, 
in so far as they relate to the liability of a party reconsigning a 
shipment, who is not the beneficial owner. 

If our construction of the provisions of Section 3 is the cor. 
rect one, the original consignee, i. e., John Smith, in the instant 
case, is not liable for an undercharge at destination or for 
charges resulting from the shipment being abandoned and sold 
for freight charges, Section 3 specifically providing that the 
beneficial owner shall be liable, irrespective of any provisions 
to the contrary in the bill of lading, which would include the 
no-recourse provision of Section 7. 


Tariff Interpretation—Application of Combination Rule to Alter. 
native Intermediates Where Through Rate Not Applicable 
via All Routes 


Texas.—Question: We are having a contreversy with car- 
riers With reference to the application of the combination rule 
published in Jones Tariff No. 228, I. C. C. No. U. S. 1, to rates 
on sash and doors, carload, from Texas points to points in the 
Southeast. 

No joint through rates are published on sash and doors 
from Texas to stations in Georgia, North Carolina and South 
Carolina, other than class rates published in S. W. L. Tariff 
No. 154-B, ICC No. 2301. Combination rates are composed of 
factors published in S. W. L. Tariff No. 156-A, ICC No. 2252 to 
Memphis, Tenn., or New Orleans, La., and rates out of Speiden’s 
Freight Tariff No. 2-B, ICC No. 1262, beyond. 

There is no question about S. W. L. Tariff No. 156-A being 
subject to the combination rule. Although Speiden’s 2-B pro- 
vides that “rates on lumber and forest products (see note), 
carloads, are subject to Rules for Construction Combination 
Rates * * * ” and the note referred to reads: “the above applies 
to all rates on all articles covered by commodity lumber tariffs,” 
carriers contend that this does not make rates in this tariff 
on sash and doors subject to the combination rule; therefore, 
since both factors of the rate are not subject to the combination 
rule, it cannot be applied. 

Carriers further state that, if both tariffs are subject to 
the combination rule, it could not be applied on account of the 
through class rates, basing their opinion on California Dressed 
Beef Co. vs. A. T. & S. F. Ry. Co., 128 I. C. C. 607-9-10. We 
believe that both tariffs are subject to Jones Tariff No 228 and 
that the through rates referred to in the combination rule could 
be nothing other than through commodity rates; otherwise it 
would deprive us of the deductions under the rule and defeat 
the very purpose for which it was made. 

Please advise us whether, in your opinion, the combination 
rule should be applied and kindly quote us any decision of 
the Commission on which you base your opinion. 

Answer: Item 65 (a), of Supplement 59 to Agent Johnson’s 
Tariff ICC 3201, provides for the alternative application of 
combination rates. 

The Commission has held that where a tariff provides that 
the aggregate of intermediates may be applied when lower than 
a through rate published therein, it is the full aggregate of 
intermediates and not the product of intermediate rates treated 
by a rule which results in something less which is meant by 
the alternative rule. See, California Dressed Beef Co. vs. A. T. 
& S. F. Ry. Co., 128 I. C. C. 607, 610. 

The fact that there is a joint through rate via certain 
routes does not preclude the application of the combination 
rule provided for in Agent Jones’ Tariff I. C. C. U. S. 1, via @ 
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| eae y ys safety record packed 
with drama! A car foreman’s gang of 23 
men on the Norfolk and Western Railway 
worked continuously for 3,067 days -- or 
for eight years and 147 days -- without a 
reportable injury. 

In tune with this outstanding example 
of vigilance, maintenance of way employees 
of the Norfolk and Western Railway recently 
hung up a record to “shoot at.” This large 
group -- spread along the entire railroad -- 
worked a total of 605,387 hours during 
February, 1932, without one reportable in- 
jury. During that month there were in serv- 
ice 344 section gangs, six signal gangs, two 
telegraph gangs and one miscellaneous 
gang. 
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The safe worker is the efficient worker -- 
and safety records that are consistently good 
are sure indications of an efficiently operat- 
ed railway. Shippers and receivers of freight 
may draw from these fine achievements some 
conclusions as to the care with which their 
merchandise will be handled when routed 
via Norfolk and Western. 


Representatives of the railway’s Freight Traffic Depart- 
ment, located at important points throughout the nation, will 
welcome an opportunity to give information regarding rates, 
routes and service - - or on the varied facilities of this modern 
transportation system. 
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route over which the joint through rate is inapplicable. Under- 
wood Lumber Corp. vs. Cent. of Ga. Ry. Co., 132 I. C. C. 398. 
In this case the Commission said: 


Upon exceptions defendants concede that the Savannah combina- 
tion sought by complainant may properly be used over the route of 
movement, but contend that because of the existence of a joint rate 
from Louisville to West Liberty over a route via Cincinnati, Ohio, the 
so-called combination rule was not applicable over any route between 
the points here involved; that the language of Jones’ tariff I. C. C. 
U. S. 1, which provides, ‘‘where no published rates are in effect from 
points of origin to destination,’’ should be construed literally without 
regard to the intention of the framers of the provisions; and that 
the rule so construed can not be applied to the combination rate 
over the route traversed. In Cancellation Rule for Combination Rates, 
81 I. C. C. 745, the carriers sought to apply a similar interpretation to 
the rule but we refused to give it such meaning. In the absence of a 
join rate over the route traversed the rule is applicable regardless of 
joint rates over other routes. McGowin-Foshee Lumber Co. vs. A. F 
& G. By. Co., 3% i. C. C. 461. 


Tariff Interpretation—Definition of Term “Edible” 


Illinois.—Question: We are interested in developing whether 
there has been any interpretation by the Interstate Commerce 
Commission, or in the Courts, of the meaning of the word 
“edible” as used in the Consolidated Freight Classification, or 
wherever it appears in commodity tariffs. We are of the opinion 
that such use of the word means that the article in connection 
with which the word appears must be edible for human con- 
sumption. However, the dictionary definition of “edible” covers 
anything that is fit to be eaten by animals as well as humans. 

I would cite, as an example of what is in our mind, the 
ratings of Items 19 and 20, page 171 of Consolidated Freight 
Classification No. 6, viz.: Edible Cracklings, as contrasted with 
the rating in Item 18, page 197 of the same issue, for Cracklings, 
N, O. I. B. N., which is carried under the caption “Animal or 
Poultry Feed.” Both these cracklings are edible within the 
dictionary definition—i. e., both can be eaten by animals. There- 
fore, if the Classification Committee does not restrict its use 
of the word “edible” to articles fit only for human consump- 
tion, why does it call one cracklings edible? 


As another example, would point out that peanuts and other 
nuts are rated under the caption “Nuts, edible.” It is our 
thought the Classification Committee has here in mind only 
nuts that are edible for human consumption. 


Answer: We can locate no decision of the Commission de- 
fining the term “edible,” as it is used in the Consloidated 
Classification. Apparently it is used therein as meaning fit for 
human consumption. 


Tariff Interpretation—Application of Intermediate Rule—Deter- 
mined by Scope of Tariff as Indicated on Title Page 


Alabama.—Question: Agent Cottrell’s Carolina Western 
Cotton Goods Tariff ICC 783, publishes a rate on cotton hosiery 
from Spartanburg, S. C., to Memphis, Tenn., of 87c per 100 
pounds. Said tariff also carries an intermediate note making 
said rates applicable at all points on a through route. Birming- 
ham, Ala., is intermediate to Memphis on a through route from 
Spartanburg, and this fact is not questioned or disputed by the 
carriers. The carriers take the position that since Agent 
Cottrell’s tariff in question on the title page states that it 
carries rates from the Carolinas to points in Canada, Colorado, 
Idaho, Illinois, Indiana, Iowa, Kansas, Kentucky, Michigan, Min- 
nesota, Missouri, Montana, Nebraska, New Mexico, New York, 
Ohio, Pennsylvania, South Dakota, Tennessee, Virginia, West 
Virginia, Wisconsin and Wyoming, the intermediate note will 
not apply at Birmingham, since Alabama does not appear on 
the title page. There is no specific rate from Spartanburg to 
Birmingham in any other tariff, except the first class rate, which 
is the only rate that can be used, provided the intermediate 
note as referred to above is inapplicable. 


Your views in connection with this rate question will be 
appreciated. 


Answer: With respect to this question, see the Commis- 
sion’s decisions in Sinclair Oil & Gas Co. vs. M. & O. Ry., 129 
I. C. C..281; National Refining Co. vs. C. C. C. & St. L., 139 
I. C. C. 307, and Cross-Bodine Lumber Co. vs. B. & O., 140 
L.-&.. C. 481, 


Under the facts in the National Refining Company case the 
tariff carried rates to stations in [linois, Iowa, Kentucky, 
Missouri and Wisconsin, and carried an intermediate clause not 
otherwise restricted. It was contended that inasmuch as the 
tariff contained an open route from points of origin to points 
of destination in Illinois through the state of Indiana, rates to 
points in Indiana were published in the tariff under the provi- 
sions of the intermediate clause. The Commission held, how- 
ever, that the tariff did not contain rates to points in Indiana; 
that the statement naming the states to which the tariff 
applied confined the application of the intermediate rule to 
points in the states named. 
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Damages—Measure of 
Alabama.—Question: A shipper bills two cars of steel bars 
of various lengths and sizes from an inland point on the same 
day to different destinations to move via rail to a Gulf Port, 
thence water line to a Texas Port, thence rail to ultimate des. 
tination. The cars to destination “A” and destination “B” were 
billed to the same consignee for the different jobs at such des. 
tination. Points “A” and “B” were 214 miles distant from 
each other. The car destined to “A” checked short and in order 
for the job there to go forward, according to contract, the miss. 
ing steel was replaced by purchase and moved by truck from 
a city in the vicinity of “A.” The contractors at “A” billed the 
shipper for the missing steel and cost of replacement. 

The shipper filed a claim against the steamship company for 
this loss, but the latter declined to settle, claiming that the 
steel checked short at “A” checked over at “B’, and therefore 
was not actually lost. Neither the contractors nor the claimant 
had any knowledge whatever that the steel which was short 
at “A” was over at “B,” but assumed that the steel was merely 
short and had to replace it promptly, as indicated above. The 
claimants contend that the steel short at “A” was just as much 
lost to them as if the steamer line had dropped it in the Gulf. 

What evidently took place is that the steamer line got 
the two shipments mixed at one of the ports, which resulted in 
the shortage at “A” and overage at “B.” The claimants feel 
that the steamer line is legally liable for the total amount of 
this loss and attending damage for gross negligence resulting 
in the wrongful conversion of property. 

Won’t you please cite, if possible, a case in point, or give 
us an opinion as to claimant’s contentions? 

Answer: The loss of goods intrusted to a carrier for trans. 
portation, even though the loss is the result of its negligence, 
does not amount to a conversion of the goods, and the remedy 
for nondelivery in these circumstances is not by action for 
conversion but for breach of the duty to transport and deliver. 
Davis vs. Hurt, 114 Ala. 146, 21 So. 468; Alabama, etc., R. Co. 
vs. Kidd, 35 Ala. 209; Banking Co. vs. Lampley, 76 Ala. 357, 52 
Am. R. 334; Bowlin vs. Nye, 10 Cush. (Mass.) 416; Rosenfeld 
vs. Central Vermont R. Co., 97 N. Y. S. 905. 

Delay in delivery of the goods, even though it is such as 
to render the carrier liable, does not constitute conversion, 
and the person entitled to the goods eannot on that account 
refuse to receive them and sue for the full value. The measure 
of damage is not the value of the goods, since the bailor still 
retains the ownership, but the loss proximately caused by the 
delay. The carrier’s liability is to compensate for the damages 
growing out of the delay, and not for loss; and the remedy of 
the party entitled to the goods is to sue for the damages he has 
sustained by reason of the delay. The rule proceeds on the 
theory that a party injured by the breach of a contract by 
another should take all reasonable steps to minimize the dam- 
age he will suffer. The length of the delay does not in any 
way affect the operation of the rule. So the fact that the 
owner of the goods has been obliged to buy other like goods 
does not affect the rule; he should accept the goods and sue 
for the damages caused by the delay. Southern R. Co. Vs. 
Langley, 184 Ala. 529, 63 Sou. 545; Southern R. Co. vs. Moody, 
169 Ala. 292, 53 Sou. 1016; Jackson vs. N. Y. C., etc., R. Co., 167 
Ill. A. 461; Fox vs. Boston, etc., R. Co., 148 Mass., 220, 19 N. E. 
222; Fishman vs. Platt, 90 N. Y. S. 354. 

There was no conversion on the part of the carriers in 
failing to deliver at “A” the full amount of goods shipped. 
Neither loss of nor unreasonable delay to goods constitute con- 
version thereof. 


In the instant case it appears that there was either a tem- 
porary loss of the goods or an unreasonable delay therete, 
depending upon the circumstances, for the consequence of which 
the carrier must answer in damages, but not a conversion of 
the goods. 

Where goods delivered to a carrier for transportation are 
lost or destroyed while in the custody of the carrier, as such, 
and the destruction of the goods is not the result of one of the 
recognized exceptions to the carrier’s common carrier liability, 
such as an act of God, the fault of the shipper, the inherent 
nature of the goods, etc., the carrier is liable in damages for 
the value thereof. Ordinarily, the carrier is liable for the 
market value of the goods at the place of destination at the 
time when delivery of the goods should have been made, less 
the freight charges to the point of destination if they have not 
already been paid. 

It seems to us that inasmuch as goods had to be purchased 
at destination to fulfill the contract of sale, damages in the 
instant case should be measured by the replacement value of 
the goods at point of destination. See, in this connection, the 
decision of the Supreme Court of the United States in Illinois 
Central R. Co. vs. Crail, 281 U. S. 57, 50 S. Ct. 180, in which 
case the Court said: 
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The British tariff walls recently 
erected present no handicaps to 
leading American and European 
industrialists who have established 
factories on the lines of the Great 
Western Railway of England. 
Many manufacturers are retaining 
their markets in Great Britain by 
operating plants and distributing 
their merchandise in the great 
industrial and populous areas of 
Great Britain served by the Great 
Western Railway. 

This System offers many advan- 
tages to American manufacturers 


GREAT WESTERN 


INDUSTRIAL LOCATIONS 
IN GREAT BRITAIN 


and we have now carefully com- 
piled essential information regard- 
ing vacant sites and “‘ready-to- 
operate’’ factories. You can enjoy 
the entire resources of the Great 
Western Railway in selecting the 
location best suited to your re- 
quirements without fee or obliga- 
tion. 

All enquiries given prompt and 
confidential attention by the ex- 
perts of the company in England 
and America. 

The Great Western Railway op- 
erates the world’s greatest chain 


""*RAILWAY:=: 


OF ENGLAND AND WALES 











of ports and provides ample facil- 
ities for export. Its lines serve 
London and District, manufactur- 
ing towns in the North and West 
of England, the Industrial Mid- 
lands and South Wales. Moderate 
freight rates with express train 
and motor truck distribution serv- 
ices ensure economic next day 
deliveries of carload and less than 
carload lots in important centers. 


WE SHALL LOOK UPON IT AS 
A PLEASURE TO ASSIST YOU. 


Please address enquiries to 


C. RAYNER-SMITH, General Agent 
Great Western Railway of England 


500 Fifth Avenue, 
New York, N. Y. 
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It is not denied that a recovery measured by the wholesale market 
price of coal would fully compensate the respondent, or that the retail 
price, taken as the measure of recovery allowed below, includes costs 
of delivery to retail consumers which respondent did not incur, and a 
retail profit which he had not earned by any contract of resale. But 
respondent contends, as was held below, that the established measure 
of damage for non-delivery of a shipment of merchandise is the sum 
required to replace the exact amount of the shortage at the stipu- 
lated time an re of delivery, which, in this case, would be its 
retail value, and that convenience and the necessity for a uniform 
rule require its application here. 

As so stated, it would have been applicable here if there had been 
a failure to deliver the entire carload of coal, since the wholesale 
price, at which a full carload could have been procured at point of 
destination, would have afforded full compensation. Milwaukee, etc., 

Co. vs. McCaull-Dinsmore Co., supra; Central of Georgia Ry. Co. 
vs. American Coal Co., 28 Ga. Av. 95; Wendnagel vs. Houston, 155 
Ill. App. 664; Lake Erie, etc., R. R. Co. vs. Frantz, 85 Ind. App. 569; 
Cutting vs. Grand Trunk Ry., 13 Allen 381; Crutchfield & Woolfolk 
vs. Director General of R. R., 239 Mass. 84; Smith vs. N + 
Western =. Co., 119 Misc. Rep. (N. Y.) 506; Yazoo & M. V. R. Co. 
vs. Delta Grocer Co., 134 Miss. 846; Chicago, R. I. & Pac. Ry. Co. 
vs. Broe, 16 Okla. 25; Roth Coal Co. vs. Louisville & Nashville R. R., 
142 Tenn. 52; Quanah A. & P. Co. vs. Novitt, 199 S. W. 496 (Tex 
Civ. App.), or, in some circumstances, if respondent had been under 
any constraint to purchase less than a carload lot to repair his loss 
or carry on his business, for in that event the measure of his loss 
would have been the retail market cost of the necessary replacement. 
Haskell vs. Hunter, 23 Mich. 305, 309. 


Demurrage—Written vs. Oral Notice of Constructive Placement 


Indiana.—Question: Recently we paid a demurrage bill cov- 
ing cars as to which notice of constructive placement had been 
given by telephone. We immediately filed claim with the car- 
riers, contending that telephone notice was illegal as to cars 
——— placed, due to conditions attributable to the con- 
signee. 

We would like to have your opinion as to whether tele- 
phone notice must be accepted as constructive notice when the 
consignee notifies the railroad company that they will accept 
telephone instructions as constructive notice, although the 
tariff plainly states that the constructive notice must be in 
writing. 

Answer: In its decision in Cynthiana Construction Co. vs. 
L. & N. R. R. Co., 129 I. C. C. 122, the Commission said: 


Complainant’s demand is based solely upon an interpretation of 
the governing tariff. The tariff, omitting nonessentials, was in these 


rms: 

“Notice of arrival shall be sent or given consignee * * * in writing 
or, in lieu thereof, as otherwise agreed to in writing, * * * When 
delivery of a car consigned * * *to other-than-a-public delivery track 
cannot be made on account of the inability of the consignee to receive 
it * © *© such car will be held at destination, or * * * at the nearest 
available hold point, and written notice that the car is held * * * 
will be sent or given to the consignee. This will be considered con- 
structive placement.” 

It is conceded that the track assigned for complainant’s exclusive 
use was “other-than-a-public delivery track,” and that delivery on 
that assigned track of the cars here considered could not be made on 
account of complainant’s inability to receive them. The only words 
to which complainant directs particular attention are those which 
specifically say that the notices are, respectively, to be ‘‘in writing 
or, in lieu thereof, as otherwise agreed to in writing,"”’ and “written 
notice.”” Not until June 13, 1924, was agreement in writing made by 
the parties for verbel notice of arrival in lieu of notice in writing. No 
charges here in issue were collected on cars which arrived, or which 
are said to have been constructively placed, on or after that date. 


It would appear from the above statement that where an 
agreement for oral notice of constructive placement is entered 
into, such an agreement is binding on the party entering into 
the agreement with the carrier. 


QUICK RAIL RATE CHANGES 


(Continued from page 146) 
Editor The Traffic World: 


I have read with much interest your editorial, “Quick Rail 
Rate Changes,” in the July 16 issue; permit me to compliment 
you on that article. In my humble opinion, you have gotten 
at the milk of the cocoanut. The ability to meet changed con- 
ditions immediately is just what the railroads have not in these 
days of red tape and regulation. The I. C. C. was formed as a 
protection to shippers from unfair practices on the part of the 
carriers, but it has rapidly developed into “an old man of the 
sea” on the backs of both shippers and carriers. 

However, it is plain that, even with regulation modified or 
removed, the carriers’ point of view has to be materially 
altered before any real benefit can be derived. There are still 
too many executives of the old school, believing any reduction 
or concession in favor of a patron is an atrocious crime; that 
the railroads are still the majestic monarchs of old; and that, 
therefore, the king can do no wrong. There is still too much 
pent-house attitude and not enough of the nose to the ground 
method that might scent out a new idea here or there that 
would bring the railroads back into the place they should 
occupy. In short, there is still too much “public be damned.” 

For instance, take the case of the California canteloupe 
shippers who, staring ruin in the face, asked carriers to grant 
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an emergency rate on their product, for a limited period, to 
help them ship and market thousands of cars of melons that 
were ready to roll. They were politely informed that it was 
beyond the ability of the carriers to do anything, but that they 
had the full sympathy of the railroads involved. Wouldn’t it 
have been better to have moved 20,000 carloads at a $1.00 rate 
than 10,000 cars at $1.75? Countless railroad employes would 
have been given work. Thousands more consumers could have 
had some very excellent canteloupes for breakfast but, greatest 
of all, countless growers and shippers would have been able to 
realize something from their year’s work and investment and 
so have been able again to plant and ship thousands more car. 
loads next year for the carriers to haul to the east. Now, it 
looks as though many of these hardworking citizens would not 
be able to pull through, let alone make plans for another year, 

Carriers maintain a carload minimum weight on canned 
goods from California to the east of 77,000 pounds. Water 
carriers, who have a minimum of 36,000, haul all the canned 
goods. It seems to me that one car with 36,000 in it is better 
than no car at all. But no action has been taken to remedy 
this bad situation. 

I could go on indefinitely citing cases where carriers are 
presented with opportunities to level the rate and minimum 
situation, increase car loadings, increase their incomes and 
again return to the good graces of the shipping public who are 
in sympathy with them and would use their facilities gladly 
if it didn’t cost more than they can afford. 

But railroads seem content to keep on losing tonnage to 
their competitors and hold up their end by bororwing from the 
Reconstruction Finance Corporation, which is the taxpaying 
public, and who are rapidly running out of the wherewithal to 
replenish the coffers of the R. F. C. What then? 

What the railroads and shippers need is less regulation and, 
in addition, the carriers have got to have greater elasticity of 
operation and a sound realization that times have changed, 
business methods have changed, and we all have to change 
with the times or else—. 

J. L. Pease, Traffic Manager, 

Los Angeles, Calif., July 20, 1932. Sawdey and Hunt. 


RAIL AND MOTOR SITUATION 
Editor The Traffic World: 


Because of your interest in the important economic ques- 
tions before the country today, we are sending you, for your 
information and possible use, facts and figures on the trans- 
portation industry, disclosed in an article in the August ‘“Coun- 
try Gentleman,” “The Transportation Mess,” by Ben Hibbs. This 
article attempts to present dispassionately the facts, especially 
the controversy between rail and motor carriers, on the basis 
of an extensive survey made by the author among rail execu- 
tives, manufacturers of railroad equipment, bus and truck peo- 
ple, members of regulatory bodies, politicians and representa- 
tive shippers. This is the first of two articles dealing with 
this subject. 

Invasion of the Trucks. Estimates of the national ton-mile 
volume of freight carried by trucks were found to range from 2 
to 15 per cent. This does not tell the whole story because the 
motor carriers “are taking the cream of the business.” 

In a brief recently filed with the Interstate Commerce Com- 
mission, railroad counsel estimated that 40 per cent of the less- 
than-carload freight now moves over the highways. 

There is practically nothing today which cannot be shipped 
by truck. This applies to heavy freight and long hauls. 

Enormously heavy oil-field machinery goes regularly by 
truck from California to Oklahoma and East Texas. 

New automobiles, from 3 to 6 of them on a “truckaway,” 
move over the highways from Detroit to points as far distant 
as Denver. 

More than 50 per cent of the tires shipped out of Amer- 
ica’s rubber city, Akron, Ohio, go by truck—some of them as 
far as San Antonio, Texas. 

Oranges, grapefruit, strawberries and fresh vegetables are 
shipped from Florida on day-and-night schedules to Philadelphia 
and New York. 

Coal and crushed rock are being shipped by truck for long 
distances. 

Cattle, sheep and hogs—from 30 to 40 per cent of the total 
shipments—ride by motor. In the Midwest, huge double-deck 
truck and trailer units carry up to 200 head of sheep or 22,000 
pounds of hogs. 

, On the longer runs, two men accompany each truck. One 
sleeps in a little bunk behind the seat, while the other drives, 
so that the truck stops only for gas and the drivers’ meals. — 

Rate Warfare. The railroads protest that the competition 
of motor carriers is unfair. A spokesman for a group of rail 
executives is quoted as pointing out that while every move of 
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GREAT NORTHERN 


For prompt, efficient handling of your freight between Middle West 
: and Pacific Coast Points take advantage of Great Northern service. 
It means sure, swift, safe service between St. Paul, Minneapolis, Duluth, 
Winnipeg, Portland, Seattle, Tacoma, Spokane, Klamath Falls, Sacra- 
mento, Oakland and San Francisco and intermediate points, with 
through merchandise cars to and from the Pacific Northwest and 












California a regular feature. 


LOW SUMMER FARES—East or West the Great Northern is offer- 
ing an exceptional number of low fares and special travel advantages. 
This year you may visit Glacier Park and the Pacific Northwest as 
part of your trip to or from California AT NO EXTRA FARE! Sum- 
mer fares from Eastern Cities are the lowest in transportation history. | 
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the railroads is closely regulated by the Interstate Commerce 
Commission, truckers are free to do as they please. Railroads, 
he says, must observe labor regulations in regard to wages, 
hours, pensions, accident compensation, etc. They are for- 
bidden to enter the merchandising and marketing business. 
They cannot establish new routes or discontinue old, unprofit- 
able ones without governmental consent. Motor carriers are 
comparatively free to suit themselves in all of these matters. 

If a railroad wants to lower its rate, he continued, it must 
apply to the Interstate Commerce Commission, and it usually 
takes thirty days before the new rate can be put into effect. 
This enables the trucker to keep one step ahead, by lowering 
his rates as soon as the new railroad rate is announced. Fur- 
thermore, he pointed out, when the railroad cuts one rate, it 
must usually revise other rates in proportion, while the trucker 
is free to fix his rates in the most advantageous way. 

Motor Regulation. The majority of the railroads want 
trucks and busses under the jurisdiction of the Federal regula- 
tory body, the Interstate Commerce Commission. The writer 
believes this would involve physical difficulties, since he has 
been told that there are 22,000 fleets of trucks with five or more 
vehicles each, to say nothing of thousands of wildcatters. 

Some of the truck people “hooted” at the idea of regula- 
tion; others were “willing to be shown.” 

A few railroad men were dubious, but the majority were 
positive that motor carriers could be regulated satisfactorily— 
with the addition, of course, of considerable governmental ma- 
chinery. 

Motor Taxation and Restriction. A New England trucking 
concern pays $60 to register one of its larger units in Massachu- 
setts and $592.50 for the same size vehicle in the adjoining 
state of Connecticut. 

A twenty-five passenger bus under normal operation pays 
total yearly taxes of $172.06 in New York and $1,276.41 in Iowa. 
In Kentucky passenger busses are subject to thirteen separate 
taxes. 

Decline in Railroad Income. Net operating income of rail- 
roads declined from $1,231,790,929 in 1926 to $531,095,960 in 
1931. This year the $66,100,000 net operating income for the 
first quarter compares with $107,098,000 for the same period 
in 1931. 

Five hundred thousand freight cars and 7,000 locomotives 
are lying idle. y 

The general increase in freight rates recently allowed by 
the Interstate Commerce Commission had little effect in improv- 
ing the general situation as indicated by the fact that the rail- 
roads were forced to borrow heavily from the Reconstruction 
Finance Corporation. The writer was told that $600,000,000 was 
the maximum amount which would be lent by the Reconstruc- 
tion Finance Corporation to the railroads. 

Economic Importance of the Railroads. 
valued $26,350,000,000. 

Their bonds are held by more than a million investors; their 
stocks by 800,000. 

They purchase equipment and supplies amounting to approxi- 
mately a billion dollars a year and they employ 1,300,000 men 
and women whose income, or buying power, totals two billion 
annually. 

The yearly tax bill of the railroads approaches $400,000,000. 
In many agricultural regions, according to recent surveys, from 
15 to 25 per cent of all ad valorem taxes are paid by the rail- 
roads, and in a few instances their contribution runs as high as 
50 per cent. 

Railroad securities constitute one of the heaviest “back- 
logs” of our great life-insurance companies and savings banks, 
which represent 63,000,000 policyholders and depositors. 

Philadelphia, Pa., July 18, 1932. The Country Gentleman. 


THE DEPRESSION 
Editor The Traffic World: a 


Much has been written concerning the depression and, in 
the July 9 Traffic World there was an article by R. V. Taylor, 
former member of the Interstate Commerce Commission, en- 
titled “The Depression, Its Cause and Cure.” 

The cause of the depression has, in the main, been at- 
tributed to the freight rate adjustments made by the Commis- 
sion since the Director General’s Order No. 28 and Ex Parte 
74. In referring to these mandates, Mr. Taylor says they 
brought about a comfortable state of affairs, which would have 
continued indefinitely had there been no further adjustments 
made. 

In support of this contention, certain computations were 
made. For example, the difference between the average rev- 
enue per ton-mile for the years 1921-1931 of .224 cents was 
multiplied by the average revenue ton-miles 1922-31 of four 
hundred billion revenue ton-miles, thereby producing $896,000,000, 


The railroads are 
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which has been defined by Mr. Taylor as the annual loss of 
revenue resulting from the subsequent freight rate adjustments, 

Now, if Mr. Taylor’s contention is correct, how are we to 
account for the steady increase in revenue ton-miles from 1922 
to 1929, then an abrupt drop of fifty-four billion revenue top. 
miles from 1929 to 1930? Railway statistics show that the 
freight revenue for the year 1929 was the greatest in the his. 
tory of railroads. 

Another computation is worthy of note. Apply the average 
revenue per ton-mile for 1929 of 1.063 cents against the fifty- 
four billion revenue ton-miles and we have $880,200,000, which 
would have been necessary in 1930 to maintain the 1929 level, 
This loss of revenue cannot be attributed to the freight rate 
adjustments referred to by Mr. Taylor, but must, in and of 
itself, be attributed to a loss of tonnage. And the loss of ton. 
nage cannot be attributed to a high or low freight rate level. 

To show that Mr. Taylor’s contention is purely a theory 
without basis, and further to show that what the railroads 
need is tonnage, I refer to statistics compiled by the Depart. 
ment of Commerce. 

The car-loadings, January through September, 1929, in 
thousands of cars, were 4,436, representing 107 per cent of the 
1923-25 100 per cent loading. For 1930, same period, the load- 
ings were 3,906, representing 94 per cent of the 100 per cent 
loadings. For 1931, same period, the loadings were 3,174, rep- 
resenting 76 per cent of the 100 per cent loadings, and for 
January through May, 1932, the loadings were 555, representing 
57 per cent of the 100 per cent loadings. 

The question now arises as to what caused the reduction 
in car-loadings. Referring again to the Department of Com- 
merce statistics and to the section pertaining to exports and 
imports, we find as follows: The total exports, cumulative 
January through September, 1929, in millions of dollars, to be 
$3,843.7—for 1930 $2,952.4—for 1931 $1,841.7, and January 
through May, 1932, $726.4, while the imports for the same peri- 
ods were, $3,360.0—$2,401.3—$1,618.6, and $636.5. 

Manifestly the great decreases in exports and imports must 
have had some bearing on the reduction of railroad revenue and, 
when coupled with the fact that this country is one of over- 
production and under-consumption, a further reduction becomes 
obvious. 

Mr. Taylor further says there can be no economic recovery 
of the country until the railroads are put back on a proper 
earning basis, which can only be done by a restoration of the 
reductions which have been made in their freight rates. 

High rates or low rates do not, in and of themselves, de- 
termine a proper earning basis. The earnings of the railroads 
must be predicated on the tonnage actually handled because, 
without tonnage, rates do not produce revenue. 

According to Mr. Taylor’s theory, the restoration of pros- 
perity can be immediately brought about by the Commission 
granting to the railroads authority for a horizontal advance of 
twenty per cent. In fact, he goes so far as to say that the very 
day an application is filed with the Commission requesting the 
restoration of freight rates to the 1921 level, wheat, copper, 
and all other commodities, as well as stocks and bonds, will 
start an upward movement. 

If an increase in the cost of transportation will produce 
the results outlined by Mr. Taylor, why not, as an experiment, 
apply the principle in connection with general commodities? 
Are we to understand that a miller would sell more flour at 
$7.00 a barrel than he CAN sell at $5.00 a barrel, especially 
since our purchasing power is at its lowest ebb? 


Yet Mr. Taylor points out that, with over-production and 
under-consumption, consumers withdrew. from the markets, 
thereby plunging all commodities to practically the lowest price 
in history, industries began to close, and building operations 
were suspended until there was practically no railroad move- 
ment of coal, ore, and many other commodities, and then says 
that, because there have been freight rate adjustments since 
the Director General’s Order No. 28 and Ex Parte 74, the de- 
pression was brought about. How could this be correct? 

When the reduction of freight rates in 1922 was made, the 
shippers almost unanimously contended and many representa- 
tives of the carriers agreed that freight rates were too high 
and must come down. This, of course, was indicative of the 
fact that transportation charges had mounted to a point where 
they were impeding the flow of commerce and tending to defeat 
the purpose for which they were established. The 1921 depres- 
sion resulted from causes other than transportation charges and 
the general reduction made in the rates not only lessened the 
transportation burden but also equalized and stabilized the con- 
ditions under which commerce and industry were and are car- 
ried on, with consequent fuller assurance to the carriers of 
realizing the fair return contemplated by the law. 

In September, 1931, the carriers sought an increase in 
freight rates of 15 per cent and in Ex Parte 103 the Commis- 
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STEP AHEAD OF COMPETITION 
with Lower Distributing Costs 











ATLANTIC TIDEWATER TERMINALS 
G. W. Green, Vice-Pres. and Gen. Mgr. 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G.M. Richardson, Gen. Mgr. and Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS 
James A. Moore, Manager 
Norfolk, Va. 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Manager 
Seneca and Hamburg Streets 

Buffalo, N. Y. 


MERCHANTS WAREHOUSE COMPANY 
Malcolm A. Buckey, Assistant Treasurer 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Building, Chicago 
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In these times of keen com- 
petition and “rock bottom” 
prices, the cost of distribution 
is an item worthy of the ut- 
most consideration. Our ter- 
minal properties, strategically 
located in the great centers 
of population, enable manu- 
facturers and distributors of 
all classes of merchandise 
to effect real worth-while 
economies in placing their 
products within the hands of 
the consuming public. 

Don't permit yourself to be 
a doldrum on the commercial 
sea when by merely applying 
efficient methods to your dis- 
tribution you can overcome 
the chief limiting factor be- 
tween failure and success. 

For details address the ter- 
minal nearest you. 
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sion, after due consideration, granted an increase approximat- 
ing 10 per cent on numerous commodities. In that proceeding 
the Commission enumerated three chief dangers of freight rate 
increases at a time when the country as a whole was facing the 
greatest crisis in its history. The three dangers have already 
become self-evident, and for that reason I want to name them, 
as did the Commission: 

(1) That, at a time when transportation costs are of vital 
importance to every industry, it will stimulate competitive 
forces already rapidly developing; (2) it will alienate or impair 
the friendly feeling toward the railroads on the part of the 
people of the country which is essential to adequate legislation 
for their protection and the proper regulation of all forms of 
transportation in the public interest; (3) it will disturb busi- 
ness conditions and an already shell-shocked industry, and ac- 
celerate the tendency toward localization of production. In 
stating these three dangers, the Commission emphasized the 
fact, that, regardless of how sympathetic one may be with the 
plight of the railroads, such sympathy cannot, with benefit to 
anyone, be carried to the point of a refusal to recognize and 
face the facts. Such recognition by the Commission is indi- 
cative of long experience and mature judgment and that indi- 
vidualism cannot selfishly and without just cause be considered 
in preference to the welfare of the country as a whole. 

The failure of Congress to recognize and face the facts has 
had much to do with our present state of affairs. Perhaps it 
has been somewhat hampered by undue political influence, 
but, with an over-production and under-consumption of com- 
modities, why has it turned a cold shoulder, blind eyes, and a 
deaf ear to the great potential markets of the world? Why has 
it tried to isolate this country from the rest of the world and 
then whisper those sweet but deceiving words: “We are inde- 
pendent and self-sufficient’? We cannot isolate this country 
from the rest of the world and prosper for, while we may be 
somewhat conceited and feel independent and self-sufficient, we 
are, nevertheless, dependent. Why have we aggravated our rail 
transportation systems by unduly and unjustly taxing the people 
in unlimited sums for the restoration of an obsolete form of 
transportation? Why have we said to the railroads that, if they 
earn more than 5.75 per cent on their investment for transpor- 
tation purposes, they must place it in a governmental contingent 
fund? Could they not use their excess earnings now? Why 
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have we not placed all forms of transportation under the same 
regulation? Is it considered fair to restrict one form of trans. 
portation by regulation and permit all other forms to go yp. 
regulated? Is it fair to tax the people of this country ang 
raise funds with which to finance the widening of the rive; 
channels in order to permit any individual to operate a steam. 
boat or flat-boat in direct competition with our rail transpor. 
tation lines? And then we wonder why the confidence of the 
people cannot be restored. 

These undeniable facts clearly show that our political anq 
economic principles have been confused in their application. 

What we need is constructive, impersonal, and sound legis. 
lation, properly set into action by men who are unafraid and 
who recognize that there is such a thing as reciprocity. 

Until such a state of affairs can be brought about we shall 
have to swallow our pride, if it may be so-called, and allow 
the depression to suffice. 

C. N. 

Ashland, Ky., July 15, 1932. 


Thompson, Traffic Manager, 
Ashland Traffic Bureau, 





Doings of the Traffic Clubs 





The Oakland Traffic Club will hold its annual picnic at 
Linda Vista Paradise, near Mission San Jose, October 2. The 
Pacific Traffic Association has been invited. Louis Douszge js 
general chairman of the committee in charge and H. Y. Steuart 
is in charge of publicity. 





has been scheduled by the Pacific 
Marin 


A “Hard-Times Picnic” 
Traffic Association for August 14 at McNear’s Beach, 
County. 





The board of directors of the Associated Traffic Clubs of 
America has passed favorably on an application for member- 
ship in the Association by the Women’s Traffic Club of Memphis. 





The ninth annual golf tournament of the Transportation 


GREAT LAKES TRANSIT 


223 Erie Street 


scheduled sailings. 





substantial savings under all-rail. 


CORPORATION 


Ship your freight via Great Lakes Transit Corporation and have it move on 
Rates all-water and lake-and-rail between Eastern and 
Western points, including the Atlantic Seaboard and the Pacific Coast, reflect 


BUFFALO, N. Y. 





PROPOSED SAILINGS FOR AUGUST 1932 
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that roaring BRITISH LION 


MAKE HIM Why fight against the tremendous 

PURR! odds of high tariff and the “Buy 
British” movement? Follow the lead of scores of alert 
American and European exporters—establish a factory in 


Great Britain. 


Gain the advantage of a “Made in England” label. Be 
on the profit side of tariff walls. Stop worrying about the 
difference in monetary standards. Prices quoted in Pound 
Sterling to other parts of the British Empire encourage more 


business than when quoted in dollars. 


Factories on the L.M.S. right-of-way are available at amaz- 
ingly low cost. Our files contain a complete listing along 
with floor plans and photographs. We believe we can prove 
to you—as we have to so many others—that manufacturing 


in England is a profitable venture. 


At least it is an idea worth investigation. Your request for 


particulars will be held in strict con- 


fidence; entails no obligation. Just | IMI Ss 


write or phone. GREAT BRITAIN 


LONDON, MIDLAND & SCOTTISH RAILWAY OF G. B. 
[ LONDON, MIDLAND & SCOTTISH CORPORATION | 
Thomas A. Moffet, Vice-President—Freight Traffic _1 Broadway, New York City 
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Club of St. Paul will be held at the Hillcrest Golf Course August 
16. Prizes will be awarded at a dinner following the play. The 
club cup will be played for and there will be a gold medal for 
the lowest net score and a silver medal for the second lowest. 
The July issue of Transportation News, the club publication, 
contains a roster of the members. 


The Birmingham Women’s Traffic Club will have a picnic 
supper and swimming party at the North Birmingham Municipal 
pool July 28. The entertainment committee, composed of Mrs. 
H. B. Siekmann (chairman), Mrs. Bertha Wade and Mrs. Launa 
Chew, promises a number of unusual features. 


Better times are ahead because better times are behind, 
H. G. Taylor, manager public relations, car service division, 
American Railway Association, Washington, said July 12 at a 
luncheon of the Birmingham Traffic and Transportation Club. 
“The initiative, resourcefulness, and courage of the American 
people will, in this emergency, as in all past emergencies, find 
ways and means for a return to that economic readjustment 
towards which all eyes are turned,” he said. He prefaced his 
talk by telling of the tax burden carried by the railroads, which 
he said, amounted to almost 1,000,000 a day. The rigid regula- 
tions of railroads also carried with it a heavy toll of expenses, 
he said. Railroads, he said, were often called upon to make 
expenditures that are used by competitors. 


The annual summer picnic of the Traffic Club of Denver 
will be held at Eldorado Springs July 23. There will be swim- 
ming and other entertainment in the afternoon, followed by a 
picnic dinner and dancing in the evening. 


The Women’s Traffic Club of San Francisco had as its 
speaker at a meeting at the Sir Francis Drake Hotel July 21 
Charles L. Wheeler, vice president and general manager, McCor- 
mick Steamship Company. Dinner was served. 


A baseball game between the Traffic Club of Newark and 
the Traffic Club of New York, track events, swimming, tennis, 
golf, and other sports are on the program for the annual summer 
outing of the Traffic Club of New York at the country house 
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of the New York Athletic Club, Travers Island, August 4. Bp 
Hayward is captain of the New York club ball team and jy 
Nugent of the Newark team. Luncheon will be served. 


A golf tournament and dinner will be given at the La 
wood Country Club by the Omaha Traffic Club July 28. The, 
will be no meeting of the club in August. 


At a meeting of the board of the Traffic Club of Daly 
July 14 Charles Sorg, Jr., was elected second vice president 4 
fill the vacancy created by the resignation of F. G. Stebbiy 
occasioned by his removal to Columbus, O. 


The Transportation Club of Peoria will give a “fish fry’ 
Fritz Luthy’s Grove August 3. Entertainment will include sey 
three-round boxing exhibitions. The date was changed fro 
July 28 in view of a meeting on the later date of the Peo 
terminal committee with the Chicago terminal committee ¢ 
the Chicago Claim Conference. 


Personal Notes 


In addition to changes reported in this column of ti 
The Traffic World, July 16, in the executive personnel of th 
Southern Pacific Company, the following have been announcei: 
H. M. Lull has been appointed vice-president in charge @ 
steamship operations and will continue in the office of th 
executive vice-president of the Texas and New Orleans Rai 
road, and have immediate charge, under the direction of th 
president, of the management of Southern Pacific Steamshi 
Lines, with headquarters in Houston. G. R. Cottingham, fu 
merly auditor of the Texas and New Orleans, has been 
pointed auditor of Southern Pacific Steamship Lines, succeedix 
M. Kerr, assigned to other duties. Mr. Cottingham’s headqu 
ters will be in Houston. F. Van Note, formerly assistant co 


Gateway 


ROUTE BILL OF LADING ° § || 
Via P. & P. U. and 


Peoria, Illinois 


In these days of hand-to-mouth buying, 
speed in traffic transfers is a vital factor. 


Peoria is truly the open door to fast freight 
service. “Transfers are made in a few hours. 


Make use of this logical transfer point. 
Speed up your shipments—route your next 
shipment through Peoria. 


Switching Service Between 


Iinois Central 

Iinols Terminal R. R. System 
Inland Waterways Corporation 
Minneapolis & St. Louls 

New York, Chicago & St. Louis 
Pennsylvania Railroad 

Peorla Terminal Company 
Toledo, Péoria & Western 


Peorla & Pekin Union Ry. Co. 
Alton R. R. 

Atchison, Topeka & Santa Fe 
Chicago & North Western 
Chicago Burlington & Quincy 
Chicago & Illinois Midland 
Chicago, Rock Island & Paeffic 
Cleve., Cin., Chi. & St. Louls 


Address E. F. STOCK, Traffic Manager 


PEORIA anv PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 
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@ Economical 
@ Speedy 
BILLS of LADING 


Continuous, in Rolls or 


Flat-Pack Form 






. 


Triplicate - Quadruplicate 
for 
AUTOGRAPHIC REGISTERS 
or BILLING MACHINES 
and TYPEWRITERS 

* 
Horder’s Traffic Personnel will gladly check 
your Bills of Lading forms and assist you in 
revising them, if necessary. Send samples of 
your present forms and get our attractive 
prices. 

®* 
Sample Folder of Traffic Form Line will be 
sent upon request on your letter head. 


Horder forms are continuously checked and 
revised against latest practices, rules and 


regulations. 

I. C. C. FORMS EXPORT FORMS 
Rule 5 Statement Invoices for all Brit- 
Special Docket ish Empire Points, 


Japan, France, Bra- 


RULED FORMS zil, Peru, Export Dec- 


Car Records laration, Return Affi- 


Claim Records davit. 


Shipment and 


Tonnage Records DOMESTIC 


FORMS 
TARIFF FILES Affidavits, Indemni- 


ties, Claims, Tracers, 
VISIBLE CLAIM Freight Bills, Car Or- 
RECORD ders, Express Claims. 


HORDERS, Inc. 


231 S. Jefferson St. Chicago 


troller, was elected controller, with headquarters in New Yoy, 
succeeding H. B. Johnson, assigned to other duties. T, 9 
Edwards, formerly general auditor, will retire from agtiy, 
service, at his own request. F. L. McCaffery, formerly audity 
was elected general auditor, succeeding Mr. Edwards, His 
headquarters will be in San Francisco. M. J. Wise, former, 
assistant to the vice-chairman of the executive committee, y,; 
appointed assistant to the president, with headquarters ip San 
Francisco. 

Ralph M. Young, of Muncie, Ind., has been appointed , 
member of the Indiana Public Service Commission, to succeg 
Frank T. Singleton, whose term expired. Mr. Young has beep 
chief of the motor vehicle department of the commission {9 
nearly four years. 

A. L. Horst has been elected president of the Cambria ap; 
India Railroad, with offices at Philadelphia. 

Thomas Costello, formerly traffic manager of the Richapj 
son Company, has been made general traffic manager, Gardne. 
Richardson Company, Middletown, O., following consolidatio, 
of the Richardson Company with the Gardner and Harvey 
Company. 

James D. Watson, assistant to the president of the St. Louis 
Southwestern Railway, died suddenly July 20 at his home jy 
St. Louis. He was born in Port Huron, Mich., June 30, 187) 
and began railroad work as messenger with the St. Louis, Ir 
Mountain and Southern August 1, 1880. He had been with the 
Cotton Belt for thirty-seven years. 

Charles Nelson, vice-president of the Nashville and Amer. 
ican Trust Company, Nashville, Tenn., was elected a member 
of the board of the N. C. & St. L. last week, succeeding Walter 
O. Palmer, who died. 

W. L. O’Dwyer, office chief for the Southern Freight Aggo. 
ciation, died at his home in Atlanta July 17. He was sixty-on 
years old. For sixteen years he was traffic manager, Gulf, Mo. 
bile and Northern, with headquarters in Mobile, Ala. 

W. D. Grubb has been appointed general freight agent, 
Louisiana and Arkansas and the Louisiana, Arkansas and Texas, 
at Dallas. Chandler Houston has been appointed represents. 
tive at Dallas. 

E. A. Schier has been appointed general agent, Westen 
Maryland, at San Francisco. 


SIR HENRY RESIGNS 


Sir Henry Thornton, July 19, resigned as president of the 
Canadian National Railways, which position he had held since 
1924. In resigning, he said it was no longer possible to give 
efficient service in the absence of confidence of the directors of 
the road, appointed by the government. His contract with the 
railroad is said to have had more than a year to run, ata 
salary of $75,000 a year. The resignation is effective August 1. 
S. J. Hungerford, vice-president, will succeed Sir Henry as att: 
ing president, according to the announcement. L. V. Hummel, 
assistant to the president, also resigned. 

Since the Liberal government went out of office in Canada 
he has been the target of numerous attacks by the Conservative 
government headed by Premier Bennett. It is understood that 
he is being considered for appointment as commissioner of the 
Association of Western Railway Executives, a position which 
western roads are said to be prepared to create in the interest 
of eliminating competitive evils. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
June 15-30, inclusive, was 772,565, as compared with 757,419 
cars the preceding period, according to the car service divisiol 
of the American Railway Association. It was made up 4 
follows: 


Box, 327,680; ventilated box, 2,480; auto and furniture, 56,820; 

total box, 386,930; flat, 24,118; gondola, 177,451; hopper, 136,257; total 

coal, 313,708; coke, 1,497; S. D. stock, 26,515; D. D. stock, 4,693; 
refrigerator, 13,340; tank, 369; miscellaneous, 1,395. 


Canadian roads reported a surplus of 43,195 cars, made Up 
of 38,100 box, 1,830 auto and furniture, 1,000 flat, 150 gondola, 
500 S. D. stock, 1,025 refrigerator and 590 miscellaneous car’. 


ALASKA RAILROAD AND COAL 


The Senate reconsidered its vote approving H. R. 12281, 
a bill authorizing the general manager of the Alaska Railroad 
to purchase coal annually for the railroad from two or more 
operating companies in the territory served, with an amend 
ment placing a limitation on the prices that might be paid. 
This limitation was not in the bill as it passed the House al 
in order to obtain final action on the measure, Senator Howel 
was successful in having the Senate accept the measure Wi 
out the price limitation in it, with the result that the measult 
was passed by the Senate as it was passed by the House. 
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GRACE 


PANAMA MAIL SERVICE 


EXPRESS PASSENGER AND FREIGHT STEAMERS 


between 


PHILADELPHIA e NEW YORK LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA 
NEXT SAILINGS 


WESTBOUND ieenegtenei mn har 


FROM PHILADELPHIA FOUR NEW SUPER EXPRESS LINERS aecediatie tien’ 


Santa Elisa — Aug. 3 Santa Ana — Aug. 15 


Santa Teresa — Aug. 17 
Santa Cecilia — Aug. 31 FROM SAN FRANCISCO 
Santa Cecilia — Aug. 3 


Santa Ana — Aug. 17 
FROM LOS ANGELES 


Santa Cecilia — Aug. 5 

Santa Ana — Aug. 19 
SAN FRANCISCO, 2 PINE ST. 
PHILADELPHIA, PIER 40 SO. WHARVES LOS ANGELES, 548 SO. SPRING ST. 
PITTSBURGH, HENRY W. OLIVER BLDG. NEW YORK, 10 HANOVER S@. OAKLAND, HOWARD TERMINAL 
BUFFALO, 62 ROSEDALE AVE. HAMBURG, N. Y. CHICAGO, 230 NO. MICHIGAN AVE. ALAMEDA, ENCINAL TERMINAL 



























FROM NEW YORK 


Santa Elisa — Aug. 5 
Santa Teresa — Aug. 19 
Santa Cecilia — Sept. 2 











RANDOLPH ST. Ship by this ap 


CHICAGO 


(KENSINGTON @ Denotes Interchange with Railroads named 


EAE MscY ; 
’ ‘ Map shows route of Chi- 
cago South Shore & 
South Bend R. R. (The 
South Shore Line) and 
principal points of direct 
railroads. Th — pad 
e . : ratlroads. vee belt sys- 

bao” %O*%3 ; ’ tems serving the Chicago 
Kt n’ Go * oo yt” area give switching com 
e a x i. s° ial nection with all railroads 


entering Chicago. 































Whether your shipment be destined for features commend the South Shore Line 
@ . point in the territory shown or some- to shippers everywhere. For complete 

where beyond, the South Shore Line can information, write Wm. Petersen, traffic 

serve you well. The map reveals possi- manager, Chicago South Shore & South 

bilities for time saving through direct Bend Railroad, 72 W. Adams Street, 

connections, eliminating delays in classi- Chicago. 

— yards. Route your shipments 

y it. 






Fast, frequent schedules, electrical 
operation, connections with all railroads 
entering Chicago, facilities for speeding 
special consignments—these and other 
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An example of how Kimpak protects the finish 
on a storage wardrobe cabinet made by the 
Lyon Metal Products Co. of Aurora, Illinois. 
The cabinet is packed in a wire-bound crate 
using Kimpak pads as corner contacts between 


head frame and base frame members. 


Also on 


front of crate to prevent wood rubbing on 


finish. 





POSITIVE 
PROTECTION 


Against Shipping Damages, Mars, Scratches, 
With Kimpak Crepe Wadding 


And now a way to cut down 
damage claims, replacements 
and ‘‘touching up’’—an eco- 
nomical and positive way that 
leading manufacturers in 
scores of industries have 
adopted. It is the use of Kim- 
pak Crepe Wadding Pads as 
contacts between crate and 
product. No other type of 
padding equals the efficiency 
of Kimpak for this purpose. 
Kimpak saves shipping time 
and material costs. It can be 
used for packing stoves, refrig- 
erators, auto parts, metal fur- 
niture, cabinet work, plumb- 


Kim 


REG. WS. PAT. OFF. & 


ing, partitions, store fixtures, 
etc., etc. The uses of Kimpak 
are unlimited. 

If you wish to be relieved of 
uncertainty as to the safety of 
your finish when product is 
delivered to destination, inves- 
tigate Kimpak. It comes in 
rolls, sheets or pads of various 
thicknesses—plain, or backed 
with Kraft, waxed paper, jute 
liner or tissue according to 
your requirements. 

Tell us what products you pack 
and we will gladly send suit- 
able samples of Kimpak. Mail 
coupon today. 


pak 


REIGN COUNTRIES 


Crepe Wadding 


8 S. Miehigan Ave., Chicago, IIl. 


an is sacee 


We are interested in: 
( )Rolls......Wide ( 


KIMBERLY-CLARK CORPORATION, Neenah, Wis. 


Address sales office at: 
122 East 42nd St., New York City 
Please send sample of KIMPAK CREPE WADDING. 
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No. 25392. Corn Products Refini 

& 5. F. ot al. 
Rates and charges in viofation sgctions 1 and 6, corn syrup 
corn sugar and gluten feeg, North/Kansas City, Mo., to points 





in Ia., Md., Pa., Ill., O., S.°C., Ming. and N. Y. Asks reparation, 
No. 25393. Pensacola Creosoting Co., ensacola, Fla., vs. L. & N 
et al. 


Unreosonable charges, poles, Pengacola, Fla., to Welch, W. Va, 
Asks reparation. 

No. ei Southern Ruralist Co., Inc., Atlanta, Ga., vs. C. 
et al. 

Unreasonable rates and charges, printing paper, 
newsprint, Kimberly, Wis., to Atlanta, Ga. 
aration. 

No. 25395. The Llanerch Lumber & Coal Co., 
Pennsylvania et al. 

Rates in violation sections 1, 3 and 13, anthracite coal, points 
in Lehigh and Wyoming regions in Pa. on C. of N. J., and from 
points in Wyoming region on the D. L. & W. in Pa. to Llanerch 
Pa., and other points, as compared with rates to Philadelphia, 
Fernwood, Bryn Mawr, Narberth, Ardmore and Rosemont, Pa 
Asks rates and reparation. 

No. rs" <. Goodlatte & Sons, Inc., Delawanna, N. 
N. J. et al. 

Rates and charges in violation sections 1 and 4, imported china 
men Philadelphia, Pa., to Delawanna, N. J. Asks rates and rep- 
aration. 

No. 25397. Mid-West Forging Co., Chicago Heights, IIl., vs. Alton et al, 

Unreasonable rates, old scrap boiler flues and tubing, points 
in O., Pa., Mich., Minn., Ind., Ia., and Mo. to Chicago Heights, 
Ill. Asks rates and reparation. 

No. — Waldensian Baking Co., Valdese, N. C., vs. A. T. 
et al. 

Rates in violation sections 1, 3 and 4, flour, points in Kan., Ia, 
Ill., and points in western trunk line territory to Valdese, N. ¢. 
Competitors at Charlotte, Asheville and Statesville, N. C., pre- 
ferred. Asks rates and reparation. 

No. _ Alpert Packing Co. et al., San Francisco, Calif., vs. S. P. 
et al. 

Unreasonable rates, cattle, points in Ore., to San Francisco, 
S. San Francisco, Oakland, San Jose, Maybury and Santa Cruz, 
Calif. Ask cease and desist order and reparation. 


of Ga, 


other than 
Asks rates and rep. 


Llanerch, Pa., ys, 


J., vs. C. of 


& S. F, 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


July 25—Argument at Washington, D. C.: 
Finance No. 8896—Gulf & West Texas Ry. construction. 
Finance No. 9036—Chicago Great Western R. R. proposed abandon- 
ment and operation. 

~ 25—Dallas, Tex.—Examiner Davis: es 
inance No. 9410—Application C. R. I. & P. Ry. and its subsidiaries 
for authority to consolidate their properties under section 5 of 
the interstate commerce act; and of the C. R. I. & P. Ry. to 
extend its operations over certain lines. 

July 25—Washington, D. C.—Examiner Walton: 

25170—Accounting of capital items (in re A. C. L. R. R. Co. and 
A. B. & C. Ry. Co.) (adjourned hearing, for purpose of stipulat- 
ing certain documents and the fixing of brief dates. The taking 
of oral testimony on both sides has been concluded). 

July 25—Washington, D. C.—Examiner Glenn: 

25220—American Lime and Stone Co. et al. vs. Penna. R. R. et al. 

July 25—Washington, D. C.—Examiner Curtis: 

1. & S. 3757—Building material in the south and southwest. 

July 26—Argument at Washington, D. C.: 

Finance No. 9083—Burlington-Rock Island R. R. abandonment. 

July 26—Washington, D. C.—Examiner Lawton: 

Fourth Section Application No. 14716, as amended, filed by W. S. 
Curlett. 
July 27—Denver, Colo.—Examiner Fuller: I 
24924—-Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. Ry. et al. 
(adjourned hearing). 
July 28—Harrisburg, Pa.—Examiner Hosmer: 
25385—Intrastate class rates in Pennsylvania. 

July 28—Washington, D. C.—Examiner Molster: me 

* Finance No. 9427—Application P. C. C. & St. L. R. R. for authority 
to acquire control of Englewood Connecting Ry. by purchase 0 
capital stock. a 

* Finance No. 9428—Application P. C. C. & St. L. R. R. for authority 
to acquire control of Indianapolis & Frankfort R. R. by purchase 
of capital stock. a 

* Finance No. 9429—Application P. C. C. & St. L. R. R. for authority 
to acquire control of Ohio Connecting Ry. by purchase of capita 
stock. 

* Finance No. 9430—Application P. C. C. & St. L. R. R. for authority 
to acquire control of South Chicago & Southern R. R. by pur 
chase of capital stock. 

* Finance No. 9431—Application P. C. C. & St. L. R. R. 
to acquire control of Wheeling Terminal Ry. by 
capital stock. 


for authority 
purchase 0 
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If this market interests you we will 
be glad to give you more information 
about its possibilities. 


WRITE NOW 
to 


DIRECTOR of the PORT 


J. Russell Wait 
COURTHOUSE BUILDING 
HOUSTON, TEXAS 












vast empire into one of the world’s greatest markets. 


If you have products to ship to or from the Southwest, consign 
them via the Santa Fe. It is the natural route, the quick route, 
the reliable route. 


There is a Santa Fe freight man in your city. Ask him to call. 
He can help you with your freight problem. 


Ship via 


SANTA FE 
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UNITED FRUIT 


GREAT 
WHITE 
FLEET 

























Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 


Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 


FREIGHT TRAFFIC DEPARTMENT 


Pier 3, North River, New York, N. Y. 


100i Fourth St., itt W. Washington St., 
San Franelsco, Calif. Chicago, Ill. 

Long Wharf, 321 St. Charles St., 
Boston, Mass. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 








Dependable 
Everywhere 


Whether shipping to American Ports 

or those of the Orient, route your 

shipments by American Mail Line 

President Liners. You are then 
assured of the best service, finest 
handling of merchandise and quick de- 
liveries at point of destination. Save 
Insurance Cost—time. Competition is 
keen. Turn your money over faster. 
Specify American Mail Line. 


A fleet of express Cargo Liners further 
guarantees you service. They augment the 
American Mail Line service from Puget 
Sound to ports of the Orient. 

For information, apply desk No.6 


32 Broadway..............New York 


1714 Dime Bank Bldg........Detroit 


110 So. Dearborn St 
Union Trust Bldg. Arcade. .Cleveland 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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* Finance No. 9432—Joint application P. C. C. & St. L. R. R, ani 
Pa. R. R., lessee, for authority to acquire and operate the Tai] 
road and property of the Englewood Connecting Ry. i) 


* Finance No. 9433—Joint application P. C. C. & St. L. R. R. and 
Pa. R. R., lessee, for authority to acquire and operate the rq) 
road and property of the Indianapolis & Frankfort R. R. 7 

* Finance No. 9434—Joint application of P. C. C. & St. L. R p 
and Pa. R. R., lessee, for authority to acquire and operate 4, 
railroad and property of the South Chicago & Southern R. eS 

* Finance No. 9435—Joint application of P. C. C. & St. L. R. R, anj 
Pa. R. R., lessee, for authority to acquire and operate railroad and 
property of Wheeling Terminal Ry. 


July 29—Washington, D. C.—Examiner Dillon: 
* 1. and S. 3764—Storage in transit at New Haven, Conn. 


July 29—San Antonio, Tex.—Examiner Davis: 

Finance No. 9420—Application San Antonio Southern Ry. to abandon 

a line between Jourdanton and Christine, Tex. 
August 1—Gonzales, Tex.—Examiner Davis: 

Finance No. Joint application San Antonio & Aransas Pay 
Ry, and T. & N. O. R. R. to abandon a line of railroad betwee 
Shiner Junction and Gonzales, Tex. 

August 2—Glacier National Park, Mont.—Chairman Porter and fy. 
aminer Koch: 

sag neg on petroleum and petroleum products within state of 

ontana, 

23658 (and Subs. 1 and 2)—-White Eagle Oil Corp. vs. B. A. &p 
Ry. et al. (further hearing). 

25312—Continental Oil Co. vs. C. B. & Q. R. R. et al. 


August 2—Helena, Mont.—Chairman Porter and Examiner Koch: 
23508—Public Utilities Commission of State of Idaho vs. 0. § L 
R. R. et al. (and cases grouped therewith) (further hearing), 


August 2—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14485, as amended, filed by Jones, 
Curlett, Van Ummersen, Galligan, Boyd and Tilford, agents. 


August 4—Navasota, Tex.—Examiner Davis: 
Finance No. 9398—Joint application of Houston & Texas Central 
R. R. and Texas & New Orleans R. R. for permission to abandon 
a line of railroad extending from Nelleva Jct. in a general north. 
erly direction to Mexia Jct., Tex. 
August 4—Washington, D. C.—Examiner Fuller: 
24856 (and Sub. 1)—Pet Milk Co. vs. B. & A. R. R. (N. Y. C. RR, 
lessee) et al. 
August 8—New Orleans, La.—Examiner Davis: 
Finance No. 9402—Application Louisiana Southern Ry. for authority 
to construct an extension of its line in New Orleans, La. 


August 9—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14781—Cyanamid from Niagara Falls, 
Ont.—Filed by W. S. Curlett. 


August 9—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14701—Cyanamid from Niagara Falls, 
Ont. Filed by B. T. Jones. 
a. oe Lake City, Utah—Chairman Porter and Examiner 
och: 
10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry. et al. 
(further hearing). 
| & S. 3743—Petroleum from North Pacific coast ports to Idaho, 
23508—Public Utilities Commission of State of Idaho vs. 0. 8. L 
R. R. et al. (and cases grouped therewith) (further hearing). 


August 13—Elizabethton, Tenn.—Examiner Davis: 

* Finance No. 9414—Joint application Southern Ry. and Virginia & 
Southwestern Ry. for permission to abandon a line of railroad in 
Carter county, Tenn. 

August 15—Indianapolis, Ind.—Public Service Commission of Indiana: 

* Finance No. 9311—Joint application of P. C. C. & St. L. R. R. and 
Pa. R. R., lessee, for authority to abandon that part of the Muncie 
Branch of the P. C. C. & St. L. R. R. extending from Converse 
to Matthews, Ind. 

August 15—Bristol, Tenn.—Examiner Davis: 

* Finance No. 9373—Application N. & W. Ry. for permission to aban- 
don a part of its Abingdon branch in Ashe county, N. C. 


Anma —— Lake City, Utah—Chairman Porter and Examiner 
och: 
23508—Public Utilities Commission of State of Idaho vs. O. S. L 
R. R. et al. (and cases grouped therewith) (further hearing). 
August 16—Washington, D. C.—Examiner Kephart: 
Finance No. 3626—Excess income of B. & Ar. R. R. 
August 17—Lake City, Colo.—Public Utilities Commission of Colorado: 
Finance No. 9386—Application D. & R. G. W. R. R. for permission 
= a a branch line extending from Lake Jct. to Lake City, 
olo. 


August 18—Washington, D. C.—Examiners Hurley and Peyser: 
24890—Transit on vegetable oils in southern territory (adjourned 
hearing) (this hearing will not be had unless request by parties 
received on or before August 6). 


August 22—Washington, D. C.—Director Bartel and Examiner Chesel- 
dine: 

* Ex Parte 104, part 6—Practices of carriers affecting operating reve- 
nues or expenses, part 6, warehousing and storage of property 
by carriers at the port of New York, N. Y. (further hearing). 


September 6—Washington, D. C.—Examiner Conway: 
Finance No. 3633—Excess income of B. & L. E. R. R. : 
Finance No. 3966—Excess income of Union R. R. (Pittsburgh, P2.)- 


September 6—Washington, D. C.—Examiner Hays: 
Finance No. 3719—Excess income of E. J. & E. Ry. 


September 7—Washington, D,. C.—Examiner Waterbury: ? 
Finance No. 3703—Excess income of Doniphan, Kensett & Searcy 


y. 

September 7—Washington, D. C.—Examiner Woodrow: 
Finance No. 3976—Excess income of Virginian Ry. 
September 7—Washington, D. C.—Examiner Norpel: i 
7 No. 3958—Excess income of Tucson, Cornelia & Gila Bene 

= % 
September 8—Washington, D. C.—Examiner Johnson: 
Finance No. 3825—Excess income of McCloud River R. R. 
September 8—Washington, D. C.—Examiner Wilkinson: 
—" No. 3711—Excess income of East Broad Top R. R. & Coa 
0. 
September 8—Washington, D. C.—Examiner Warren: 
Finance No. 6360—Excess income of Tooele Valley Ry. 
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JOLIET 


WAREHOUSE AND TRANSFER CO. 


Joliet, Illinois 
Merchandise Storage and Distribution 
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Best distributing point in Middle West. 


Located on five Trunk Lines and Outer Belt which 
connects with every road entering Chicago. 








No switching charges. 






Chicago freight rates apply. 
Telephone 4381 





MINNEAPOLIS = XQ © ett ; \ . Minneapolis. Minn. 
Wholesale. District 




















[Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ, MEXICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 







Fortnightly sailings from 
New York to PROGRESO, TAMPICO pe PUERTO MEXICO 


WARDELINE 


New York and Cuba Mail S. S. Co. 
Ft. of Wall St., New York City 
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QUAKER LINE 


DEPENDABLE SERVICE 


From ALBANY, N. Y. — Fortnightly 
BOSTON MASS, — Fortnightly 
NEW YORIN — Weekly 
BALTIMORE, } MD. —Fortnightly 
PHILADELPHIA, PA.—Weekly 

To pong (Canal Zone), San Diego, 

Los ake eles, San Francisco, 

Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse 

BOSTON: 33 Broad Strest CHICAGO. Keyser Bo Bellding 
3 ttery 

ALBANY; D. & H. Buil + apg TROIT: General Motors Building 




















PITTSBURGH Gulf Building 
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TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 


Departmental Service Commerce 
713 Mills Bldg. 


WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
Valuatiens 


Experts te Rates—Censolidatiens and 
643 TRANSPORTATION BLD6E. 


WASHINGTON, D. C. 


ATTORNEYS AT LAW 


he ning HARRY C. AMES 


before the 
INTERSTATE ny «Mtn 
COMMERCE Tssorstate ‘Goumeres, Commission 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


UNITED 


AIR LINES 
COOL—CLEAN—FAST—ECONOMICAL 


The old objection, “It costs too much to fly,” is no 
longer true. Airplane fares are only one-half of what 
they were three years ago. 

Time as well as money is saved. Twenty-seven hours east- 
bound and 31 hours westbound between the Pacific Coast 
cities and New York. Six and one-half hours Chicago to 
New York! Nine and one-half hours Chicago to Dallas! 
Seattle and San Diego between breakfast and dinner hours. 
These are only examples of United Air Lines’ services to 
137 cities in 38 states. (See map.) 

It is easy to make reservations. Write or phone United Air 
Lines’ office in your city, or any Postal or Western Union 
office. 


UNITED AIR LINES, General Offices, LaSalle-Wacker Bldg., Chicago 
Regional Offices: 








New York City 
36 W. 40th St. 








Kansas City 
101 W. 12th St. 


Los Angeles 
512 W. 6th St. 


Chicago 
400 So. Michigan Ave. 








San Francisco 
320 Geary St. 


45,000,000 MILES FLYING EXPERIENCE 
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September 12—Washington, D. C.—Examiner Bradford: for cleansing solutions that will put the interior of the cars; 
Finance No. 3774—Excess income of Jackson & Eastern Ry. suitable condition for transportation of food products. 


September 13—Washington, D. C.—Examiner Boat: : = mappa : : i r 
Fourth Section Application No. 14668, filed by S. P. Co. (S. P. S. S. The circular dealing with grain cars is an illustrated le 
Lines “Morgan Line’). let of eighteen pages, covering not only methods of inspectiy 
Fourth Section Application No. 14671—Filed by Mallory S. S. Co. and preparation but also methods for realeasing grain dog 


September 19—Washington, D, C.—Examiner Brinkley: from the cars, and allied matters. 
Finance No. 3689—Excess income of Dayton-Goose Creek Ry. 





PREPARING CARS FOR LOADING 


Two circulars dealing with the preparation of cars for 
loading have been issued by the transportation division of the 











RICHMOND. VA, 


Storers, Distributors and Forwarder 







American Railway Association. One has to do with prepara- 

tion of cars for loading nitre cake and with cleaning them after of General Merchandise 
the load has been removed, while the other deals with “methods 175,000 Square Feet Floor Space | 
of inspecting, preparing and coopering cars” for bulk grain Sprinkled Buildings 1 
loading. Detailed instructions for cleaning the car interiors . Southern R. R. Siding  20c Ins. Ray 
after unloading of nitre cake are included, along with formulas Z Virginia Bonded Warehouse Cor, 





1709 East Cary Street 
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FREIGHT RATES | 


from 21 principal cities to practically all agency stations in the | 
U. S. Write for copy on approval on your firm’s letterhead. | 


NATIONAL FREIGHT RATE SERVICE 


203 Pennsylvania Ave. Dowagiac, Mich, 
We want representatives in Eastern Territory. Write for details. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) (26 Numbers) | 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 
cago | 


350-354 West Erie Street 





DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 
25 Years of Satisfactory Service. 
CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Ill. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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Crus euler atin, » iaactae CARS 
Modern in desiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORP. 0°") 327 Sourm 14 sanz st. 


The Traffic Bulletin 


Published Weekly 


Contains abstracts of all freight tariffs as soon as filed with the Commis- 4 
sion; dockets of all railroad rate committees ; embargo notices ; sixth section ‘ 
permissions; fourth section applications and orders; suspended tariffs; : 
consolidated classification docket; express classification docket; and all 
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other 


Freight Rate Information 


The Daily Traffic World and Traffic Bulletin 


Contains everything of a news nature later published in the weekly 
Traffic World and the weekly Traffic Bulletin, which are both included in 
a subscription fer The Daily. A subscription also includes a valuable 
Service from Washington 
WRITE FOR PARTICULARS AND SAMPLES 


The Traffic Service Corporation | 
418 South Market Street CHICAGO, ILL. | 




















